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One of Five Simmons-Boardman Railway Publications 


The TAPER makes Timken the only 
journal bearing that DELIVERS what 


you expect when you buy a roller bearing 


HAT you really buy roller bearings for 

is to end the hot box problem and cut 
operating and maintenance costs to a mini- 
mum. The only bearing you can count on to 
do both is the Timken® tapered roller bearing. 
It’s the taper. Here’s why: 

1) Positive roller alignment. The taper keeps 
roller ends snug against the rib, where wide area 
contact keeps rollers properly aligned. There’s 
no skewing of rollers to upset full line contact. 

2) No lateral movement within the bearing. 
Timken bearings always roll the load, never 
slide it. There’s no lateral movement to pump 
lubricant through the seal, no scuffing of roll- 
ers and races. 

Because of the taper, Timken bearings are the 
only journal bearings you can count on to deliv- 
er maximum savings in operating and mainte- 
nance costs. For instance, they cut inspection 
time 90%, reduce the cost of lubricant as 
much as 89% compared to friction bearings. 

When all railroads go “Roller Freight’ 
they'll save $190 million a year, earn a 22% 
return on the investment. And the cost of 
going “Roller Freight’ is now less than ever. 
The new heavy-duty Timken bearing assem- 
bly costs 18% to 25% less. And the price gap 
between friction bearings and Timken bear- 

N BEARING TA if : ings has been even further by the 
KE, ¥ addition of costly protective devices to fric- 
tion bearings in an attempt to improve their 
A iy COME WA 7/ ON ae performance. Unlike Timken bearings, these 
devices don’t cure the hot box problem and 
; contribute little or nothing to operating and 

maintenance economies. 

To give Timken bearings the extra tough- 
ness needed for rugged railroad service, we 
make them from our own nickel-rich Timken 
fine alloy steel. 

So when you invest to end the hot box prob- 
lem and cut operating and maintenance costs 
to the bone, get Timken tapered roller bear- 
ings. The Timken Roller Bearing Company, 
Canton 6, Ohio. Canadian plant: St. Thomas, 
Ontario. Cable address: ‘“'TIMROSCO”. 


THE TAPER MAKES THE BEARING YOU TRUST 


NOT JUST A BALL NOT JUST A ROLLER THE TIMKEN TAPERED ROLLER BEARING TAKES RADIAL AND THRUST LOADS OR ANY COMBINATION 


‘ 
: 
3 
4 
\ 
j 
/ | 
4 
— 
3 
j 
S 
~ 


Is his call worth *10.00? 


That’s how much it costs you, in time, to 
see this salesman—or any salesman.* 

Is it worth it? 

You will get your money’s worth out of the 
call made by your Fairbanks-Morse Railroad 
Specialist. 

He is exclusively concerned with problems 
unique to railroading .. . his application en- 
gineering is the important difference that 
sets him aside from the “Straw Men.” 


*Based on latest available statistical tabulation. 


And behind him and his own personal knowledge and experience are: 

—Scale engineering that covers more than 125 years. (There is more 
F-M scale capacity on the railroads than all other manufacturers 
combined.) 

—Design experience of the world’s largest pump manufacturer. 
There are 50,000 models in the complete F-M line.) 

—The knowledge gained in manufacturing a complete line of electric 
motors since 1905. 

—The world’s largest diesel design staff (. . . creators of the engine in 
the most powerful locomotive on the rails—the F-M Train Master. ) 

—More than 75 years’ experience in manufacture of rail cars and 
other specialized rail and signal maintenance equipment. 

Fairbanks, Morse & Co., 600 S. Michigan Ave., Chicago 5, Illinois. 


You'll Get Your Money's Worth from Your F-M Railroad Specialist 


FAIRBANKS-MORSE . 


a@ name worth remembering when you want the pest 


RAIL CARS AND RAILROAD EQUIPMENT + DIESEL LOCOMOTIVES AND ENGINES + ELECTRICAL MACHINERY + PUMPS + SCALES « WATER SERVICE EQUIPMENT + MAGNETOS 
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In a wood floor, loads concentrated 
on one plank are shared 
by adjacent planks through 
wood tongue and groove only. 


VWhy Armeo Flooring 
wep EPS Freight Cars Rolling 


A load concentrated on the 

nailing strip of an Armco 

Freight Car Floor is supported 
continuously by two hat- ; 
section steel ribs. 


Armco Freight Car Flooring is designed to take the heavy 
pressures of modern lift trucks. Wood floors were never in- 
tended for wheel loads up to 10,000 pounds (20,000 pound 
axle loads), as are common on fork truck loading. Consequently, 
when a single box car plank 134 inches thick is called on to 
resist such a load, the result is often a break-through. 
Armco Freight Car Flooring is a composite steel and wood 
flooring for gondola, box and flat cars. It is designed both for 


ARMCO STEEL CORPORATION 


825 CURTIS STREET, MIDDLETOWN, OHIO 


WARNING ! 


POOR FLOORING—We suggest 
that you use steel plates on the 
floor of this car if you are going 
to unload with heavy trucks. We 
sincerely regret having to ship 
our product in railroad cars with 
questionable flooring. However, 
rather than delay your shipment 
indefinitely, we feel sure you 
will use the same judgment and 
care we did. This car was loaded 
by heavy electric trucks. 


Above is placard recently found by 
consignee in a box car. The con- 
scientious shipper had placed it 
there-—he had no other way out.) 


new construction and for replacement of worn-out wood or 
steel-plate floors in existing cars. 

The Armco floor consists of formed steel ribs and wood planks 
laid alternately. The steel ribs are hat-sections and their top 
surfaces form part of the floor. Ribs are welded to the car frame. 
The heavy wood planks are nailing strips, fastened with bolts. 

For further information write for the booklet, “Armco Freight 
Car Flooring,” at the address below. 


SHEFFIELD STEEL DIVISION © ARMCO DRAINAGE & METAL PRODUCTS, INC. © THE ARMCO INTERNATIONAL CORPORATION 
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IMPROVED 
SWITCH OPERATION 


with 


“UNION” 


Roller 


Bearings 


RAIL 


ADJUSTING | 


Here’s What the Records Show!* 


*Factual data supplied upon request. 


Force required to move switch points 
materi: lly lessened. 


Power consumption and operating 
time for power-operated switches 
reduced. 


Less wear of connections and operat- 
ing mechanism. 


Spring switch and mechanical facing 
point lock performance improved. 


Reduced maintenance costs .. . less 
cleaning and oiling required. 


“Union” Style R Roller Bearings are 
easy to install and adjust... do not 
interfere with tie tamping. Occa- 
sional lubrication is about all 
the attention they require. 
Ask any “Union” district 
office for complete 
information. 


SWITCH 
POINT 


UNION SWITCH & SIGNAL 


DIVISION OF WESTINGHOUSE AIR BRAKE COMPANY 
SWISSVALE PENNSYLVANIA 


NEW YORK CHICAGO ST. LOUIS SAN FRANCISCC 


July 18, 1955 RAILWAY AGE 


| 
a 
ll 


SY 


July 18, 1955 


EDITORIAL AND EXECUTIVE OFFICES AT 30 
CHURCH STREET, NEW YORK 7, N. Y., AND 
79 WEST MONROE STREET, CHICAGO 3, ILL. 


EDITORIAL CONSULTANT............ Samuel O. Dunn 
EXECUTIVE EDITOR.......... William H. Schmidt, Jr. 
MANAGING C. B. Tavenner 
C. B. Peck 
NEWS & FINANCIAL.............. Gardner C. Hudson 
WASHINGTON OFFICE 

Walter J. Taft Robert B. Keane 


WESTERN M. H. Dick 
TRAFFIC & TRANSPORTATION 


John W. Milliken Joe W. Kizzia 

E. L. Woodward, G. J. Weihofen, F. N. Houser, Jr. 
Alfred G. Ocehler 

R. E. Dove H. H. Hall R. F. Lindsay 
PURCHASES & EQUIPMENT............ Fred C. Miles 
SIGNALING & COMMUNICATIONS 

John H. Dunn Robert W. McKnight 
A. M. Cox, Jr. 
Ralph M. Schmid! 
PSS OR Charles Layng 


EDITORIAL ASSISTANTS Ann Ortlinghaus 
June Meyer Shirley Smith Wanda Brown 


BRANCH OFFICES 
WASHINGTON 4, D. C., 1081 National Press 
building 

CLEVELAND 13, OHIO, Terminal Tower 
PORTLAND 5, ORE., Terminal Sales bldg. 
LOS ANGELES 17, CAL., 1127 Wilshire blvd. 
SAN FRANCISCO 4, CAL., 244 California st. 
DALLAS 19, TEX., 3908 Lemmon avenue 
CORAL GABLES, FLA., 1810 Ponce de Leon blvd. 


FOREIGN REPRESENTATIVES 
LONDON E.C. 2, England—Sibley-Field Publish- 
ing Company, Ltd., 48 London Wall 
FRANKFURT AM MAIN (16), West Germany 
—Linder Presse Union GMBH, International 
Advertising Agency, Wittelsbacher Allee 60 


DIRECTOR ADVERTISING SALES 
J. S. Crane, New York 
SALES MANAGER 
J. R. Thompson, Chicago 
DISTRICT SALES MANAGERS 
H. H. Melville, Cleveland 
C. W. Merriken, New York 
DIRECTOR OF PRODUCTION 
M. J. Figa, Jr., New York 


Published weekly by the Simmons-Boardman Pub- 
lishing Corporation at Orange, Conn., and entered 
as second class matter at Orange, Conn., under 
the Act of March 3, 1879. James G. Lyne, presi- 
dent. Arthur J. McGinnis, executive vice-president 
and treasurer. Samuel O. Dunn, chairman emeri- 
tus. J. S. Crane, vice-president and secretary. 


SUBSCRIPTION TO RAILROAD EMPLOYEES ONLY 
IN U. S., U. S. POSSESSIONS, CANADA AND 
MEXICO, $4 ONE YEAR, $6 TWO YEARS, PAY- 
ABLE IN ADVANCE AND POSTAGE FREE. TO 
RAILROAD EMPLOYEES ELSEWHERE IN_ THE 
WESTERN HEMISPHERE, $10 A YEAR; IN OTHER 
COUNTRIES, $15 A YEAR—TWO-YEAR SUBSCRIP- 
TIONS DOUBLE ONE-YEAR RATE, SINGLE COPIES 
50c, EXCEPT SPECIAL ISSUES $1. CONCERNING 
SUBSCRIPTIONS ADDRESS ROBERT G. LEWIS, 
VICE-PRESIDENT, 30 CHURCH ST., NEW YORK 7. 


July 18, 1955 RAILWAY AGE 


A 


Vol. 139, No. 3 


Week at a Glance 


“Adjust the rate structure so railroads will be able to 
earn enough,” stated Interstate Commerce Commis- 
sioner Clarke last week before the House Government 
Operations Committee which is currently investigating 


the so-called “fast-amortization” program. 7 


Let rates reflect costs—Such was the theme of ERPC 
Chairman David I. Mackie’s statement before a Traffic 
Club panel in Chicago July 7. Commenting on the 
Cabinet report, he said it would distribute traffic on 
the basis of each carrier’s inherent advantages. 8 


FORUM—A “hunting license” for the common car- 
riers? Cabinet report recommendations toward equal 
opportunity to “hunt” all traffic, and thus to compete 
more effectively with the contract and private carriers 
who now take only the choice “game.” should be wide- 


ly and persistently supported and publicized. 21 


Speed tapes determine schedules on the New York Cen- 
tral as well as provide other useful safety and train 


operating information. 22 


How British will spend $3.5 billion to completely 
modernize their railroads and eventually boost gross 
earnings by an estimated $2.4 billion a year. 26 


SP double-deck suburban ears are receiving an enthu- 
siastic response from the road’s commuters who last 
year specified just what conveniences they'd like in- 


corporated in them. 28 


What are executives worth? Management Consultant 
Fred J. Knight tells how adequate and fair compensa- 
tion can enable a business to obtain high-caliber execu- 


tives and secure their best efforts. 31 


Through a tunnel to work—that’s how some employees 
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Smoother, Safer Journeys for 
BOTH Passengers and Freight... 


WITH WESTINGHOUSE 24-RL | 
Brake Equipment 


You might question that one equip- completed at any time during loco- 
ment could handle the widely differ- motive manufacture. And substitu- 
ent problems involved in braking a tions can be made after units are in 
speeding passenger train, and a long service, should a change in assign- 
freight train. And vou’d be right! ment make this desirable. 

For the Westinghouse 24-RL isn’t just Top efficiency and maximum 
one brake. safety in today’s main-line opera- 


By combining various inter- tions calls for a brake that’s designed 
changeable sections, almost any for the job... and big enough for 
desired combination of functions can the job. You'll find the Westinghouse 
be provided. Final assembly can be 24-RL meets every requirement. 


Westinghouse Air Brake 


COMPANY 


e AIR BRAKE DIVISION WILMERDING, PA. 


= 
Brakes are 
to 
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Current Statistics 


Operating revenues, five months 


$3,945,223,671 

Operating expenses, five months 

$3,000,869,341 

3,060,775,802 
Taxes, five months 

363,844,808 
Net railway operating income, five months 

Net income, estimated, five months 

172,000,000 
Average price railroad stocks 

Carloadings, revenue freight 

Twenty-six weeks, 1955 ........ 17,998,713 

Twenty-six weeks, 1954 ........ 16,501,826 
Average daily freight car surplus 

Wk. ended July 9, 1955 .... 9,073 

Wk. ended July 10, 1954 .... 107,252 
Average daily freight car shortage 

Wk. ended July 9, 1955 .... 11,961 

Wk. ended July 10, 1954 .... 652 
Freight cars on order 

Freight cars delivered 

Five months, 1955. 14,096 

Five months, 1954 0.0.0... 20,952 
Average number of railroad employees 

1,049,114 

Mid-May 1954 1,062,414 


RAILWAY AGE IS A MEMBER OF ASSOCIATED 
BUSINESS PUBLICATIONS (A.B.P.) AND 
AUDIT BUREAU OF CIRCULATIONS (A. B. C.) 
AND IS INDEXED BY THE INDUSTRIAL ARTS 
INDEX, THE ENGINEERING INDEX SERVICE 
AND THE PUBLIC AFFAIRS INFORMATION 
SERVICE. RAILWAY AGE, ESTABLISHED IN 
1856, INCORPORATES THE RAILWAY REVIEW, 
THE RAILROAD GAZETTE, AND THE RAILWAY 
AGE GAZETTE. NAME REGISTERED IN U. S. 
PATENT OFFICE AND TRADE MARK OFFICE 
IN CANADA. 


Departments 

Equipment & Supplies ...... 13 
Figures of the Week .......... 13 
14 
Law & Regulation .............. 7 
New Facilities .................... 10 
9 
Questions and Answers ...... 16 
Railway Officers ................ 40 
Rates & Fares .................... 8 
40 
Sapply Trade 10 


July 18, 1955 RAILWAY AGE 


A ¥ A G E 


Week ata Glance CONTINUED 


get to their jobs safely at Shreveport. La., passing be- 
neath yard tracks on the Kansas City Southern. 38 


BRIEFS 


The AAR Electrical Section annual meeting next year 


will be in Chicago in June. In conjunction with it, the 
Railway Electric Supply Manufacturers’ Association has 
scheduled exhibits. 


John A. Hall’s nomination by President Eisenhower 


as director of locomotive inspection at the ICC will be 
voted “up or down” at a July 20 meeting of the Senate 
Committee on Interstate Commerce. With that under- 
standing, the committee postponed the vote when the 
nomination came up at its July 13 meeting with a favor- 
able report from one of its subcommittees. The nom- 
ination has become a controversial matter in railroad 
labor circles. Meanwhile, Mr. Hall has been on the job 
since last October on the basis of an interim appoint- 
ment. 


“Equal Opportunity” is the subject of the June mes- 


sage from T&P President Vollmer which goes not only 
to employees and customers but to a mailing list of 
some 25.000 “thought leaders” in the road’s territory. 
A similar message goes out each month. Director J. B. 
Shores of the road’s Publie Relations Department says 
“we are believers in the importance of continuity. If 
we in the railroad industry do not tell our story, nobody 
else is going to tell it for us. If we persevere. some of 


the seed will fall on fertile ground.” 


The C&O’s private airplane, leased from Capital Air- 


lines for the road’s officers to use on business trips 
“when that is the best way to go.” is painted in C&O 
blue and yellow. The interior will be fitted up like a 
railroad office car. (A signed article suggesting the pos- 
sibility that railroads might find private planes of use 
in some circumstances appeared in Railway Age July 
9, 1951, page 74, but the idea was received with some- 


thing less than general approbation. ) 
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SLASH 
STEAM CONDUIT 
MAINTENANCE 


now! steam-leaks corr 


NEW gosket and 
body nose cannot 
seize. 


NEW pre-compres- 


sed spring saves 


service time. 


NEW self-oiling, 
easy-flexing bear- 
ing design. 


NEW gosket-cavity 
bushing resists wear, 
corrosion. 


NEW, IMPROVED 


One man...an 8” cap-wrench .. . a simple 
gasket! That's all it takes to stop steam-leaks in new 
Vapor STEAM-LIFE Flexible Conduit. The conduit 
stays right on the car, and all other parts are 
Vapor-designed for full 2-year preventive 
maintenance programs. 

Instead of stocking expensive, complete conduits 
at layover terminals and way-points— instead of 
two or more men lugging heavy metal through 
extensive yards or along station platforms— 
instead of the former time-wasting, big ''36-inch 
Stillson-wrench"’ job of taking conduit out of the 
end-valve and installing a new one . . . the job is 
now so simple and easy, it's quickly done—and 
anyone does it right! 

This adds up to some 90% saving in maintenance 
time—and that's not all, for—because only gaskets 
(not complete conduit) need be carried in store 
stocks—it also ends costly, widely scattered, hard- 
to-manage accumulations of conduit awaiting 
return to designated shops for repair. 

New STEAM-LIFE Flexible Conduit means more 
‘rolling’ from rolling stock, cuts inventories, 
saves labor, permits economical pre-scheduled 
maintenance. It's another outstanding Vapor 
development for more efficient operation of railroads. 


VAPOR STEAM-LIFE FLEXIBLE CONDUIT 


Saves Labor! 
Saves Inventory! 

Assures Steam-Tightness! 
Slashes Costs! 


Ask for Bulletin No. 591 


VAPOR HEATING CORPORATION 

80 E. Jackson Boulevard, Chicago 4, Illinois 

NEW YORK « ST. PAUL © WASHINGTON © PHILADELPHIA * ATLANTA * SAN FRANCISCO * HOUSTON © RICHMOND ¢ LOS ANGELES « ST. LOUIS 
IN CANADA: Vapor Car Heating Co. of Canada, Lid., 65 Dalhousie St, Montreal 3 

Vapor Export Corporation © Vapor International Corporation, Lid, Room 1400, Railway Exchange Bldg, Chicago 4, Ill. 
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Clarke Would Raise Rail Net 


ICC members tells Congressional investigators of “fast 


amortization” that best way to get cars is to allow rates 


that will bring adequate earnings 


Interstate Commerce Commissioner 
Owen Clarke said last week it is “up 
to the regulatory bodies to adjust the 
rate structure so railroads will be able 
to earn enough” to take care of their 
needs for new equipment and _ other 
facilities. 

The commissioner made state- 
ment to a subcommittee of the House’s 
Government Operations Committee 
which is investigating the so-called fast- 
amortization program, i.e., the plan 
whereby tax relief is allowed to permit 
amortization of certified defense facili- 
ties over a five-year period. 

The Defense Transport Administra- 
tion, which Commissioner Clarke 
headed until it went out of existence 
June 30, was the agency which certified 
railroad programs to the Office of De- 
fense Mobilization for “fast amortiza- 
tion” certificates; and he is still in 
charge of the work, which has been 
transferred to the ICC. The Congres- 
sional investigating committee is headed 
by Representative Mollohan, Democrat 
of West Virginia. 

The call for improved earnings 
came from Commissioner Clarke in 
response to Chairman Mollohan’s re- 
quest for a suggestion on how to make 
the freight-car program more effective. 
The chairman was prompt to register 
his opposition to any rate increases, 
and he also said the passenger-fare 
level has “taken people off the trains.” 

Members of the subcommittee were 
critical of the freight-car program's 
failure to add to the car fleet in view 
of the fact that the “fast amortization” 
arrangements were supposed to stimu- 


late provision of “additional” facilities. 
Commissioner Clarke and ODM Direc- 
tor Arthur S. Fleming, who was also a 
witness, defended what had been done 
in the way of granting certificates, in- 
sisting that the replacement factor had 
been given due consideration. 

Not Comparable — Commissioner 
Clarke conceded that the amortization 
program had not achieved all that was 
hoped for, but he was of the opinion 
it provided more cars than would other- 
wise have been ordered. As to figures 
indicating that as many cars were 
ordered in the five-year period (1945 
through 1949) before the program, 
Messrs. Fleming and Clarke said that 
was a period which came immediately 
after the war with its material short- 
ages and heavy wear of equipment. 

As to the fast-amortization program's 
objective of getting additional facili- 
ties, rather than replacements, Commis- 
sioner Clarke said he did not consider 
the new cars as replacements for those 
retired. Subcommittee members called 
this a “play on words,” and the sub- 
committee’s counsel, Jerome Plapinger. 
said the railroads and the government 
were “playing an academic hoodwink- 
ing game.” 

It was also the contention of Com- 
missioner Clarke and ODM Director 
Fleming that the program qualified as 
an “extraordinary” one under ODM 
certification regulations, thus justifying 
the replacement phase. Meanwhile, it 
was brought out that most railroad ap- 
plications for fast-amortization certifi- 
cates contained statements to the effect 
that the proposed new cars were “not 
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LAST OF THE “TEN 
WHEELERS” in the 
U.S., Central Vermont 
steam locomotive No. 
220, built in 1915, has 
been presented to Shel- 
burne, Vt., Museum. 
Donald M. Kerr (right), 
general manager of the 
CV at St. Albans, here 
presents the locomotive 
to Mrs. J. Watson Webb, 
founder and president of 
the museum. Col. J. Wat- 
son Webb, co-founder of 
the museum, looks on. 


replacements,” or that none of them 
could “properly be considered replace- 
ments.” 

The freight car program, as 
finally set up, called for production of 
136,000 cars by the end of this year. 
It is about 100,000 cars behind sched- 
ule. Commissioner Clarke said the ICC 
is completing a survey started by DTA, 
which will determine what he will 
recommend as to continuance after 
December 31. 

There was also talk of the report 
made in May by the so-called Conway 
committee, an ODM advisory group 
headed by Granville Conway. This com- 
mittee’s report has not been made pub- 
lic, and ODM Director Fleming said 
he was not yet ready to release it. 
Reference to the report’s findings, how- 
ever, indicated that they were to the 
effect that the freight-car shortage will 
amount to 50,000 cars by next fall; 
and that “full mobilization” conditions 
(assuming a three-year war) would 
bring shortages totaling 320.000 cars 
112,000 the first year 118,000 the sec- 
ond year and 90,000 the third year. 

ODM Director Fleming thought it 
was interesting that the predicted defi- 
cit of 112.000 cars in the first year was 
about the number of cars by which the 
present program is behind schedule. 
As to the latter, Commissioner Clarke 
said that shortages of materials in the 
program’s early stage accounted for 
much of the lag. 

“The momentum established early in 
the program.” he said, “was dissipated 
and frittered away by small 
amounts of controlled materials allo- 
cated . . . for construction of freight 
cars. The order books for months 
hovered around 120,000 freight cars. 
Actual monthly production was in the 
neighborhood of six or seven thousand 
cars. Had car builders been able to 
get the steel, copper and other items 
in short supply I feel confident that 
436.000 freight cars would have been 
built within the allotted period.” 


ICC Gets Another 
Per Diem Complaint 


The Boston & Maine. New Haven and 
New York, Susquehanna & Western 
have filed with the Interstate Commerce 
Commission a complaint assailing pro- 
visions of Section 5a Agreement No. 7 
which prescribe procedures for fixing 
the per diem rate for rental of freight 
cars. 

The assailed agreement, which also 
covers procedures for fixing demurrage 
and storage charges. was approved by 
the commission under the Interstate 
Commerce Act’s section 5a (the so- 
called Bulwinkle Act). The present 
complaint asks the commission to find 


7 


that the agreement is “not in conform- 
ity with the act,” and to prescribe 
suggested conditions to insure uniform- 
ity or withdraw its approval of the pact. 

The complaint is docketed as No. 
31824, subscribers to the agreement 
being named as defendants. It makes 
three per diem cases now pending at 
the commission. No. 31774, filed last 
April, involves a similar complaint 
filed by a group of short lines. No. 
31358 is the investigation instituted by 
the commission in 1953 after a group 


Rates & Fares 


of roads had filed a complaint against 
tines refusing to pay the $2.40 per 
diem charge. 

This 1953 case has been submitted to 
the commission for decision. In it. 
Examiner Howard Hosmer has recom- 
mended that the commission pave the 
way for ending the dispute by issuing 
a declaratory order stipulating that the 
rate would be on a reasonable basis 
if it were cut from $2.40 to $2.10. 
(Railway Age, April 18, page 55, and 
December 13, 1954, page 7.) 


Let Rates Reflect Costs: Mackie 


Rail spokesman says Cabinet Report would distribute traffic 
on basis of each carrier’s inherent advantages 


“When railroads have the inherent 
advantage of lower costs, should they 
be denied the right to publish reduced 
rates merely because this may have an 
adverse effect on the business of com- 
peting forms of transportation?” 

The chairman of the Eastern Rail- 
road Presidents Conference, David I. 
Mackie, posed this question during a 
Traffic Club panel discussion in Chi- 
cago July 7. He prefaced it with two 
conditions: That the reduced rail rates 
be compensatory and that their intro- 
duction be of benefit to the rail carrier. 

Mr. Mackie was a member of a 
panel which discussed the President’s 
Cabinet Committee Report on Trans- 
portation. He said the committee re- 
commendations would have the effect 


of distributing traffic among the several 
media of transportation on the basis 
of their respective inherent advantages 
rather than on the basis of a regula- 
tory body’s concept of what constitutes 
a “fair share” of that traffic. 

“Each mode of transportation has 
its own inherent advantages.” Mr. 
Mackie declared. With water carriers. 
it is frequently a lower cost level; with 
highway carriers, it is greater flexibility 
of service. In many cases, he added, 
railroads also have an inherent ad- 
vantage of a lower level of costs. Other 
panel members were Chester C. Thomp- 
son, president, American Waterways 
Operators; James F. Pinkney, general 
counsel, American Trucking Associa- 
tions, and Charles H. Beard, general 


NEW RECTIFIER-TYPE locomotive, 
operating on 50-cycle current, hauling 
the French Calais-Basle express, which 
links England and the north of 
France with the eastern French pro- 
vinees and Switzerland. A total of 226 
miles of track has been electrified at 


50 cycles and 25,000 volts, and plans 
have been approved for conversion of 
over 620 additional miles of trackage. 
Information about the three types of 
locomotives to be used on the 50- 
eyele current was published in Rail- 
way Age, November 15, 1954, p. 10. 


ARMY, NAVY GET NEW 
RAIL-BORNE POWER PLANTS 


Gas-turbine power plants built into 
railway cars are entering military serv- 
ice. The U.S. Army Corps of Engi- 
neers has taken delivery of a 5,000- 
kw plant which rides in two cars; the 
Navy soon will obtain a 5,500-kw 
unit, fully contained in one car. 

The Army’s new plant incorporates 
equipment built by Westinghouse 
Electric, and, while intended primarily 
for military field operations, also can 
be used to furnish emergency indus- 
trial power. The first car contains the 
gas turbine and the generator, the 
second holds switch gear, controls and 
a transformer with a variable output 
of 2,500 to 15,000 volts. 

The Navy’s power plant, now under- 
going tests, will provide emergency 
power for shore installations. The 
power plant, built by Clark Bros. 
Company—one of the Dresser Indus- 
tries—is said to develop more power 
than any other single-car plant yet 
produced. No water is required for 
the turbine which will burn various 
gas and liquid fuels. 

The cars housing both the Army’s 
and the Navy’s power plants were built 
by the Puget Sound Bridge & Dredg- 
ing Co., Seattle, Wash. 


trafic manager, Union Carbide & Car- 
bon Corp. 

ATA View—Mr. Pinkney came up 
with a “No” to Mr. Mackie’s question, 
provided, he added, that the “lower 
costs” represent fully allocated costs. 
The ATA officer said the motor carrier 
industry believes the present regula- 
tory system is “basically sound.” He 
sees no crisis in transportation “re- 
quiring us to revolutionize our policy 
in law.” 

Principal provisions of the cabinet 
report deal with relations between car- 
riers, and provide for unlimited com- 
petition, Mr. Pinkney continued. He 
said it would require the ICC to “stand 
aside and allow carriers to bleed them- 
selves to death if they wish.” 

“The trucking industry seeks no fa- 
vors; but we do want a referee tha! 
can eliminate rate wars,” he declared. 
“The cabinet report would take away 
our referee and the public interest 
would be the great loser in the long 
run.” 

Later, Mr. Pinkney said he believes 
the first job of transportation today 
is to restore the ICC to its former 
vigor. 

Mr. Thompson, who views the cabi- 
net report as “a Black Paper on Trans- 
portation,” said it would cripple both 
water carriers and motor common car- 
riers. He said it was issued to meet 
a “phony problem” built up by rail- 
roads. 

The water carrier spokesman went 
on to define minimum rates, as dis- 
cussed in the report, as rates the rail- 
roads “would like to charge in non- 
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competitive territory;” and maximum 
rates as those to apply in “competi- 
tive territory.” He said later that, as 
far as water carriers are concerned, 
the territory west of Omaha and Kan- 
sas City is “non-competitive.” 

No Selective Cuts—Mr. Thompson 
took a slightly different view of Mr. 
Mackie’s question. He said, like Mr. 
Pinkney, that he would answer “No.” 
But he added that it would be on the 
understanding that rates so reduced 
“must be across the board and not 
selective.” 

The shipper member of the panel, 
Mr. Beard. said he thinks the recom- 
mendations in the cabinet report “are 
more for the public and consumers 
than for any one segment of transpor- 
tation.” And, he added, “I agree with 
the recommendations.” 

Mr. Beard served as a member of 
the “working group” that helped write 
the report. He revealed that Commis- 
sioner Mitchell, then ICC chairman, 
contributed to the report by submitting 
his views to the group while the report 
was in preparation. 

The omnibus legislation recently in- 
troduced in the Senate and House, 
embodying recommendations of the 
cabinet report, is considered by Mr. 
Beard to be “a good package.” 

“All the benefits of the report put 
together, I believe, will be beneficial 
to our economy, and help provide us 
with a sound transportation system,” 
he said. 


Western Roads Would 
Reopen Class Rate Case 


Because they would lose some $22.5 
million in annual revenue if they are 
required to provide for alternation of 
their commodity and exception rates 
with their class rates, the railroads in 
Western Trunk Line and Southwestern 
territories have asked the Interstate 
Commerce Commission to reopen the 
28300 class-rate case for further hear- 
ing. 

The petition was prompted by the 
recent commission decision in Page 
Belting Co. V. Boston & Maine, which 
held that a commodity rate or excep- 
tion rate higher than a class rate was 
“unreasonable” to the extent that it 
exceeded the class rate. The 28300 
class rates, as now published by the 
petitioning roads, do not provide for 
alternation with commodity and excep- 
tion rates; and many of their com- 
modity and exception rates are higher 
than the class rates. 

This situation has prevailed since the 
28300 rates became effective May 30, 
1952, and the commodity rates “have 
been and are now moving traffic freely 
and in great volume,” the petition said. 
Because of the threatened revenue loss 
and the prospect of disturbing com- 
mercial relationships, it added, the 
alternation matter (specifically exclud- 
ed from the previous 28300 hearings) 
has become a matter of “critical im- 
portance.” Evidence as to the impact 


July 18, 1955 RAILWAY AGE 


of alternation is what the petitioners 
want to present at the further hearing 
which they seek. 


Lackawanna Would Drop 
Some Commuter Service 


The Lackawanna last week filed with 
the New Jersey Board of Public Utility 
Commissioners a request that it be 
permitted to discontinue all passenger 
service on its Boonton branch between 
Hoboken and Dover, and_ between 
Dover, Netcong, Branchville and Wash- 
ington. 

Losses sustained in providing the 
service, the road said, have exceeded 
$3,000,000 during the past three years. 
For each dollar collected, the cost was 
said to have exceeded two dollars. “By 
discontinuing all passenger service in 
this territory,” P. M. Shoemaker, Lack- 
awanna president, said in a statement 
distributed to patrons on the branch. 
“and eliminating certain trackage and 
facilities which would become unneces- 
sary, an annual saving . . . of ove 
$800,000 is indicated.” 


Operations 


Soo Line, GN to Swap 
Trackage, Dismantlings 
Two widely separated segments of 


duplicated trackage figure in an un- 
usual “exchange” agreement between 


“ARE TRUCKERS AFRAID 
OF RAIL COMPETITION?” 


“They must be, or they wouldn’t be 
in such a dither about the President’s 
Cabinet report. It says truckers and 
railroads should compete on an equal 
basis. That’s all! 

“Yet truckers appear to fear that 
the Illinois Central and other railroads 
—if freed of certain old-fashioned 
regulations—can do such a wonderful 
job that they will run the trucks off 
the highways. 

“Such talk is intended to arouse 
your pity. Don’t believe it. Trucks 
form a basic part of America’s trans- 
portation. They do many important 
jobs better than anyone else. What 
really bothers the truckers is the idea 
that competition may force them to 
give up part of the rich living they 
enjoy on publicly owned highways. 

“You will get more for your dollar 
when all transportation pays its own 
way—as the Illinois Central does. That 
makes sound sense. Let others earn 
the right to serve you, just as the IC 
has earned it for over a century— 
Wayne A. Johnston, president, Illinois 
Central, in an advertisement currently 
appearing in on-line newspapers. 


Briefly ... 


. . . Introduction of a credit card 
system for guests of Canadian Pacific ho- 
tels in Canada has been announced by 
R. A. Mackie, general manager of the CPR 
hotel system. The card entitles guests to 
charge privileges in dining rooms and 
lounges, and covers 15 CPR hotels in nine 
Canadian provinces, including the com- 
pany’s six summer resort hotels. Applica- 
tions are available at any CPR hotel or at 
the Canadian Pacific Hotels Credit Bu- 
reau, 507 Windsor station, Montreal 3, 


Que. 


the Great Northern and the Soo Line. 
Subject to Interstate Commerce Com- 
mission approval, the Soo Line will 
dismantle its present trackage between 
Bemidji, Minn., and Schley and hence- 
forth will operate over Great Northern 
trackage. The GN will take up its 
tracks between Nashau, Minn., and 
Hankinson, N.D. and henceforth will 
operate on the Soo Line. 

A Soo Line spokesman termed the 
transaction an “exchange” and added 
that, because of the equality of dis- 
tance (about 25 miles in each case), 
there would be no interline cost ac- 
counting involved. “The Soo Line will 
use the Great Northern and the GN 
will use the Soo Line. It’s as simple 
as that,” he said. 

Each company will use its own tracks 
and other facilities in Bemidji. Both 
roads see substantial savings, however, 
in the elimination of other duplicate 
facilities. Employees affected by the 
change will be absorbed by the road 
for which they now work or will be 
given severence benefits under terms 
of the so-called “Burlington agreement” 
of 1936. 


Keeshin Firm Gets Contract 
For Chicago Transfers 


The Parmelee Transportation Com- 
pany, which handled interdepot trans- 
fer of passengers and baggage in Chi- 
cago for 102 years, lost its contract to 
a new company organized by a former 
truck operator, John L. Keeshin. 

Mr. Keeshin’s firm—Railroad Trans- 
fer Service, Inc.—will start operations 
about October 1. It will offer air con- 
ditioned vehicles, including some small 
buses, under two-way radio control, 
according to Earl B. Padrick, chair- 
man of the Chicago Terminal Rail- 
roads committee. Mr. Padrick said the 
committee’s decision was “strictly eco- 
nomic.” He cited the increase in rates 
which the Parmelee firm put into effect 
two years ago. “We felt we could get 
the job done cheaper through another 
organization,” he said. 

The change will not affect the serv- 
ices to through passengers who must 
change stations in Chicago. Passengers 
are not charged for the service if they 
originate or are destined more than 83 
miles from Chicago. 

Termination of the Parmelee con- 


| 


tract is not expected to affect seriously 
the company’s business. The firm oper- 
ates taxicab service and airport limou- 
sine service in several cities. The Chi- 
cago depot transfer service (on which 
Frank Parmelee founded the organiza- 
tion in 1853; see Railway Age. May 
18, 1953. page 132). now accounts for 
only a small portion of its total 
revenues. 


Supply Trade 


John N. Hartman and B. Porter 
Kuszmaul have joined the Rail & 
Industrial Equipment Co. Mr. Hart- 
man had been with Shippers’ Car Line. 
Mr. Kuszmaul. formerly with the U.S. 
Army Transportation Corps, was named 
sales and promotion manager. 


R. W. J. Harris has been appointed 
assistant vice-president of The Rail 
Joint Company, at Chicago. 


Election of the board of directors of 
the newly formed Continental-Dia- 
mond Fibre Division of the Budd 
Company has been announced. Budd 
will operate the business as a wholly 
owned subsidiary. Members of the 
board include Edward G. Budd, Jr., 
president of Budd, who will also be 


Harry K. Collins 


president of the subsidiary: H. A. 
Coward and E. R. Schmidt, execu- 
tive vice-presidents; Harry K. Col- 


lins, vice-president: G. E. Lallou, 
secretary and treasurer; and E. E,. 
Reardon, controller. vice-presi- 


dent and general manager, Mr. Collins 
will be chief administrative officer 
of the new company. 


J. J. Lieske, Jr., a representative 
of the Graybar Electric Company 
at Washington, D. C., has been ap- 
pointed district sales manager at Chi- 
cago. 

Arrangements have been completed 
between National Motor Bearing 
Company and Robert Mitchell 
Company whereby the latter will 


serve as distributor of NMB sealed 
circulating oil lubricating systems for 
railroad cars and will eventually 
manufacture some component parts. 


D. H. Rowe has been appointed 
assistant sales manager of the Ridge 
Tool Company. 


Directors of Key Company has ap- 
proved an offer by ACF Industries to 
buy all Key assets. ACF’s offer to 
purchase will be submitted to Key 
stockholders at a special meeting in 
August. 


The Simplex Wire & Cable Co. 
has announced transfer of Henry R. 
Stoddard from its Chicago office to 
the Cambridge, Mass., office. 


Gen. Charles L. Bolte, U.S. Army 
(ret.). has joined ACF Industries as 
special assistant to chairman of the 
board. 


OBITUARY 
Eli L. Neff, assistant traffic man- 


ager of Youngstown Sheet & Tube Co., 
died July 2. 


New Facilities 


NYC to Install Electronic 
Reservation System 


The New York Central has signed 
an agreement for installation of an 
electronically controlled central reser- 
vation system on its lines east of Buf- 
‘alo. The new sv tem. called “Cen- 
tronic.” will be installed by the Tele- 
register Corporation. It is »stimated 
that installation will take about one 
year. 

Basically, the proposed system con- 
sists of an electronic device for storing 
information about available. reserved 
and sold accommodations, and a 
method for giving or changing this in- 
formation upon call from remote ticket- 
selling locations. 

Heart of the Centronic system is a 
centrally located reservations equip- 
ment office and electronic control with 
a high-speed magnetic drum _ storage 
unit, to be installed in the Teleregister 
laboratories at Stamford, Conn. Ticket 
agents and reservation clerks at sta- 
tions on the NYC’s lines east of Bui- 
falo, including the Boston & Albany 
district, will have instantaneous access 
to this nerve center by operating keys 
on a small machine, called an “agent's 
keyset.” at their desks. 

In a matter of seconds, it is pre- 

dicted, agents using keysets will be 
able to perform any one of several 
typical transactions: 
e Check availability of space requested 
and, if it is not available, quickly offer al- 
ternate space on the same or another train 
the same day, or on another day; 


e@ Make a regular reservation for later 
pickup; 

e@ Make a “split reservation,” i.e.. one 
covering space between intermediate points; 
e@ Make a direct sale with or without res- 
ervation; 

e@ Cancel space that has either been re- 
served or sold, automatically restoring ac- 
commodations so released to “available” 
status in the magnetic drum; 

e Record a passenger's request to be listed 
for a specific type of accommodation, thus 
assuring him that preference will be given 
to his listing in the sequence requested; 
e Process “off-line” space which is auto- 
matically requested at the central reserva- 
tion bureau of the railroad concerned. 


Midland of Manitoba.—A_ new 
$500.000 fruit warehouse has just been 
completed at Winnipeg. 


Minnesota Transfer.—J. S. Sweit- 
zer & Son Co., St. Paul, has just com- 
pleted a concrete block storehouse for 
diesel locomotive parts and a switch- 
men’s locker room building, at a com- 
bined cost of $28,864. Both buildings 
are located at the company’s engine 
terminal. 


Norfolk & Western. — Has an- 
nounced plans to begin construction 
of a new car shop facility at Roanoke, 
Va.. to replace completely the present 
facility. The new installation will cost 
over $1 million and will occupy a ten- 
acre site extending some 1.800 ft from 
the entrance to the present Roanoke 
shops. It will be equipped with three 
100-ft-wide crane bays—600 ft. 660 
ft and 450 ft long. respectively—and 
a 100 by 180 ft fabricating shop at 
the west end of the 660-ft bay. The 
facility will be serviced by overhead 
and gantry cranes for handling ma- 


RICHARD G. MAY, vice-president, 
operations and maintenance, Associa- 
tion of American Railroads, address- 
ing the Railway Maintenance Oper- 
ations Officer Course during recent 
graduation exercises at the army’s 
Transportation School, Ft. Eustis, Va. 
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terial on and off major fabricating 
machines. The shop will be equipped 
to repair and build all types of freight 
cars (see Equipment & Supplies 
column). 


Soo Line.—In addition to projects 
previously reported (Railway Age, May 
9, page 13; March 7, page 54), the 
Soo is remodeling its station at Wau- 
kesha, Wis., at a cost of $35,000. A 
double box concrete culvert is being 
installed at Almena, to replace an 


Car Service 


old timber bridge and to permit line 
relocation and elimination of several 
sharp curves, at an estimated cost of 
$80,000. The new North Fond du Lac 
diesel repair shop, awarded under con- 
tract to the Immel Construction Com- 
pany, will be of brick and steel con- 
struction and will have an overhead 
crane system. The project also provides 
for remodeling six stalls of the present 
roundhouse for stores and machine shop 
use. Latest estimate of the overall cost 


of this work is $400,000. 


ICC Acts to Ease Car Shortage 


Issues service orders and calls upon railroads and shippers 


to end practices which slow movements 


Operating rules for movement of 
freight cars have been prescribed by 
the Interstate Commerce Commission 
in Service Order 904, effective 7 a.m. 
July 25. 

The commission has also issued 
orders to expedite release of cars at 
ports. and it has called upon the rail- 
roads to eliminate their so-called 30-day 
slow schedules and circuitous route 


movement of freight in cases where 
these practices are used solely to delay 
delivery. It has also appealed for 
cooperation of shippers, suggesting that 
the National Industrial Traffic League 
and the National Association of Ship- 
pers’ Advisory Boards might well step 
up activities of car efficiency com- 
mittees. 

The operating rules order is sub- 


PASS CONVEYORS THAT 
ROUND CORNERS and climb hills 
have been developed by Hewitt-Robins, 
Inc. An experimental model is shown 
here. Passengers stand on a rubber 
carpet fastened to a train of linked 
platforms or pallets mounted on 
rubber-tired wheels that run on steel 
tracks. The rubber carpet stretches 
like a rubber band, is anchored to the 
pallets under tension, and contains no 
reinforcing fabric such as those in 
conventional conveyors. The conveyor 
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is driven by an electric motor that 
transmits its power to the underside 
of the pallets, which are connected 
by universal joints to form a con- 
tinuous train. The carpet does not 
help pull the load, but acts only as a 
smooth anti-skid surface. Because this 
conveyor can be looped as shown, the 
same belt is able to carry passengers 
in both directions. A 1,406-ft conveyor 
installation of this design is on order 
from the manufacturer for the new 
airport at Dallas, Texas. 


stantially the same as Revised Service 
Order 866 which expired December 31. 
1953. Generally, it requires a move- 
ment to be made on each loaded and 
empty car within 24 hours afic: su 
movement becomes possible and proper. 
It appoints Director C. ‘ i 
the Bureau of Safety and Service as 
commission agent with aurnority to 
issue supplemental orders “with re- 
spect to the location, relocation and 
distribution of freight cars as between 
sections of the country, or carriers... 
or on such carriers.” 

A provision not in the previous order 
requires compliance with car distribu- 
tion orders issued by the AAR’s Car 
Service Division, if they are not in- 
consistent with any ICC order. 

The orders involving free time at the 
ports are Nos. 905 and 906. The former 
applies to box cars and refrigerator 
cars and forbids railroads from allow- 
ing more than seven days free time on 
such cars held for unloading. Where 
government shipments have the benefit 
of Section 22 quotations waiving de- 
murrage and storage, the cars must be 
unloaded and released for service with- 
in 24 hours after the seven-day period 
has expired. No. 906 applies to all cars 
held at ports for unloading, and_ it 
forbids free time allowances in excess 
of five days. Both orders become effec- 
tive July 25. 

Because lumber shipments “are being 
built for stock to partially unload for 
the primary purpose of gaining addi- 
tional time in transit,” the commission 
issued Service Order No. 907. It forbids 
railroads from moving a car loaded 
with lumber, which has been billed to 
a stop-off point for partial unloading. 
unless at least 1,500 board feet will be 
unloaded there; or unless diversion 
charges are applied. There are pro- 
visions for exceptions, Director Taylor 
being the permanent agent. This order 
became effective as of July 18. 

The commission’s appeal for shipper 
cooperation was made in July 14 tele- 
grams to L. P. Siddons and C. L. Denk, 
presidents, respectively, of NITL and 
NASAB. Cooperation to alleviate the 
situation should help avoid issuance of 
“punitive orders,” the telegram said. 
It was signed by all three members of 
the commission’s Division 3—Commis- 
sioners Arpaia, Clarke and Freas. 


Senate Committee Gets 
Into Car Situation 


The Senate Committee on Interstate 
and Foreign Commerce has created a 
subcommittee to deal with complaints 
it is receiving about the freight car 
shortage. 

The committee’s chairman—Senator 
Magnuson, Democrat of Washington 
is also chairman of the subcommittee, 
and its other members are Senators 
Schoeppel, Republican of Kansas, and 
Monroney, Democrat of Oklahoma. 

Chairman Magnuson said last week 
that this conference would perhaps be 
held soon, in view of the impending 
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ISN'T IT CURIOUS, 


Spurious or non-genuine or substitute — whatever you call 
them tKey still cause profit-robbing down time. Best way 
to avoid it is to insist on genuine CAT* parts every time. 
Then you're sure of getting parts that are made to the latest 
design, precisely manufactured of the right materials, rigidly 
inspected and tested. 


Take track rollers, for exampie 


Some makes of track rollers may look alike — but con- 
sider these features. most of which are not apparent to the 
eye: deep-hardened forged steel rims, center welded to pre- 
vent spreading ... one-piece shaft . . . cast-iron hub of high 


HOW FOLKS BUY PARTS 
THAT ARE SPURIOUS- 
AND THEN GET FURIOUS/ 


compressive strength to lessen bore distortion . . . specially 
alloyed bronze bearings...shaft wearing surfaces “Hi- 
Electro” hardened. Withasubstitute roller: whocan be sure? 


The difference on the job: with genuine Caterpillar- 
built track rollers you get extra trouble-free hours of profit- 
able production, and top performance in even the worst 
working conditions. 

With substitute parts: who can be sure? And remem- 
ber, your Caterpillar Dealer will carry your inventory 
of genuine Cat parts. 

Caterpillar Tractor Co., Peoria, Illinois, U.S. A. 


CATERPILLAR’ 


“Both Cat and Caterpillar are registered trademarks—(R) 
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grain movement. He called the shortage 
a “perennial problem,” and_ recalled 
that the committee got into the matter 
in previous years. 

He did not expect anv legislative 
proposals to come out of the confer- 
ence. He anticipated that the result 
would be stepped-up efforts by the 
parties to do what they could to 
augment the car fleet and improve 
car handling. 


Figures of the Week 


Freight Car Loadings 


Loadings of revenue freight in the 
week ended July 9 totaled 652,680 cars, 
the Association of American Railroads 
announced on July 14. This was a de- 
crease of 44,054 cars, or 6.3%, com- 
pared with the previous week; an 
increase of 83,118 cars, or 14.6%, 
compared with the corresponding week 
last year; and a decrease of 68,774 
cars, or 9.5%, compared with the 
equivalent 1953 week. 

Loadings of revenue freight for the 
week ended July 2 totaled 696.734 cars; 
the summary, compiled by the Car 
Service Division, AAR, follows: 


REVENUE FREIGHT CAR LOADINGS 
For the week ended Saturday, July 2 


District 1955 1954 1953 
Alleghany ...... 132,783 103,309 129,886 
Pocahontas ..... 25,459 20,789 21,514 
Southern ....... 105,347 101,018 104,907 
Northwestern 127,368 115,341 127,674 
Central Western . 124,354 121,159 117,301 
Southwestern ... 61,048 56,200 58,677 


Total Western 


Districts. ..... 312,770 292,700 303,652 
Total All Roads .. 496,734 618,559 670,273 
Commodities: 

Grain and grain 

products . és 65,377 66,331 58,403 
Livestock ....... 5,162 5,894 5,447 
40,395 30,022 31,793 
Coke .. Rens O's 10,221 7,149 11,530 
Forest Products 45,987 34,181 41,169 
Sean 81,825 72,327 91,737 
Merchandise _|.c.1. 67,989 61,231 65,835 
Miscellaneous 379,778 341,424  364,3 
July 2 696,734 618,559 670,273 
June 25 799,472 713,160 818,450 
June 18 785,425 707,237 812,578 
786,707 697,583 797,252 
June 4..... 713,673 612,314 775,489 


Cumulative total, 
26 weeks .... 17,998,713 16,501,826 19,034,048 


Equipment & Supplies 


Hydraulic Transmission 
Locomotive Unveiled 


The “first hydraulic transmission 
locomotive built in the United States” 
was on public view for the first time 
in Washington last week. The occasion 
was the formal acceptance by the Army 
of the locomotive which was manufac- 
tured by the Baldwin-Lima-Hamilton 
Corporation. 
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Participants in the ceremonies, held 
July 14 on a track of the Pennsylvania, 
included Major General Paul F. Yount, 
the Army’s chief of transportation; 


Faricy, president of the 
American Railroads: 
Rentschler, board 


William T. 
\ssociation of 
and George A. 
chairman of B-L-H. 

The locomotive provided a “preview” 
of those being built by B-L-H to haul 
new “light trains” of the New York 
Central and New Haven. It is called 
the ‘General Nathanael Greene I.” 

The presentation ceremonies were 
held on the Transportation Corps’ 13th 
birthday. They were followed by a 
birthday-party luncheon at Washing- 
ton’s Hotel Statler, where Mr. Rent- 
schler was host and General Yount and 
Mr. Faricy guests of honor, 


CNR Orders 173 Diesel 
Units for $25 Million 


The Canadian National has ordered 
173 diesel-electric locomotive units cost- 
ing approximately $25 million. Deliv- 
eries are to be completed this year. 


Canadian Locomotive Company will 
build 20 1,200-hp  road-switchers: 
General Motors Diesel, 32 1,200-hp 


switchers and 45 1,.750-hp road units; 
Montreal Locomotive Works. 23 1.600- 
hp road units and 50 1,000-hp road- 
switchers. Aleo Products will construct 
three 1,000-hp switchers for use on the 
road’s U. S. lines. 


FREIGHT CARS 


The Baltimore & Ohio is inquiring 
for 1,000 70-ton hopper cars, 500 70-ton 
gondola cars, and 1.000 60-ft box cars. 


The Illinois Central has ordered 
10 70-ton covered hopper cars from 
General American at an approximate 
unit cost of $12.100. Delivery is sched- 
uled for September. 


The Kansas City Southern has 
ordered 75 70-ton covered hopper cars 
from ACF Industries at an estimated 
cost of $590,000. 


The Norfolk & Western, in plan- 
ning a new freight-car-building facility 
(see New Facilities column), has es- 
timated it will need 13.500 new 70-ton 
hopper cars and 1,100 new eondola 
cars in the next five years. During the 
same period, over 5.000 of the road’s 
other freight cars will undergo heavy 
repairs. 


The Rock Island has ordered 200 
50-ton box cars from ACF Industries. 
Deliveries are scheduled to begin in 
November. 


The St. Louis-San Francisco has 
ordered 1,750 freight cars from Pull- 
man-Standard. Included are 1,350 50- 
ton box cars, 200 70-ton covered hop- 
per cars and 200 65-ft, 70-ton gondola 
cars. Purchase of this equipment, plus 
100 50-ton flat cars and 150 wood rack 


cars just ordered from the road’s own 
shops, all of which will cost $16,000,- 
000, was authorized recently by the 
Frisco’s directors (Railway Age, July 
1, page 10). 


The St. Louis Southwestern has 
ordered 300 50-ton box cars and 100 
70-ton covered hopper cars from Pull- 
man-Standard, and 50 pulpwood rack 
cars from its own Pine Bluff, Ark., 
shops. The box cars, to cost an esti- 
mated $2,175,750, are scheduled for 
delivery through October; the covered 
hopper cars (estimated cost $877,800), 
are to be delivered in November; and 
the pulpwood cars (estimated cost 
$400,000). are expected to be delivered 
during November and December of 
this year. 


The Santa Fe board of directors has 
authorized purchase of 2,050 freight- 
train cars for delivery next year. In- 
cluded will be 1.000 gondola cars, 500 
automobile box cars, 300 501%5-ft “Da- 
mage Free” box cars, 100 95-ton ore 
cars, 50 air dump cars and 100 long 
flat cars. Half the gondolas will be mill 
type with nailable steel flooring. and 
the other 500 will be the drop-bottom 
type. The automobile cars will have 
1514-ft auxiliary doors and _nailable 
steel flooring. One hundred of the “DF” 
cars will be insulated. The flat and 
ore cars will be built in the road’s own 
shops, all others are to be purchased 
from contract builders. The air dump 
cars have been ordered from the Magor 
Car Corporation. 


Directors of the Western Pacific 
have approved purchase of 300 box 
cars from Pullman-Standard Car Man- 
ufacturing Company at a cost of $2.5 
million. Of the total group, 225 will be 
50-ton 50-ft double door cars: 50 will 
be similar, but equipped with auto- 
mobile devices; and the remaining 25 
will be equipped with fully adjustable 
damage free loading equipment. De- 
livery is scheduled during September 
and October. 


PASSENGER CARS 


The Kansas City Southern has 
ordered six chair cars from ACF Indus- 
tries at an approximate cost of $850,- 
000. 


The Rock Island has ordered one 
rail diesel car (RDC-1) from the Budd 
Company. The car was delivered last 
week. 


SPECIAL 


The Atlantic Coast Line has or- 
dered five air dump cars from the 
Magor Car Corporation at an_ esti- 
mated cost of $52,000. 


The Texas & Pacifie will build 13 
new outfit cars at its Marshall, Texas, 
shops. The equipment includes a com- 
missary car, five foreman’s cars, six 
bunk cars and a two-family outfit car 


x 
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POSITIVELY 
TAMPS 


THE RAIL 


MCWILLIAMS 
TIE TAMPER:::- 


Machine positively tamps under the tie, and particu- 
larly under the rail bearing area of the tie. The 
operator accurately controls 16 air tamping tools, 
permitting tamping to be varied to meet roadbed 
conditions. Operating speed: up to 720’ per hour of 
perfectly tamped track. 


ainfenance 


Box 1888 Pittsburgh 30, Pa. 


Designers and manufacturers of: 
McWilliams Mole, Super Mole... McWilliams Tie Tamper, Crib Cl 
Ballast Distributor . . . TieMaster . . . LineMaster . . . SpikeMaster 


which will replace equipment presently 
used by the maintenance of way de- 
partment. 


Financial 


PRR, Santa Fe, to Share 
Ownership of TP&W 


Ownership of the Toledo, Peoria & 
Western will be shared jointly by the 
Santa Fe and the Pennsylvania. 

At a July 8 luncheon in Peoria, IIl., 
attended by civic and business leaders, 
Fred G. Gurley, president of the Santa 
Fe, and James M. Symes, president of 
the Pennsylvania, jointly announced 
that the 236-mile road will be operated 
as a “separate and independent rail- 
road with responsible local manage- 
ment.” 

“The agreement assures that all 
existing routes for freight movement 
via the TP&W will be kept open with- 
out discrimination among connecting 
roads and that the TP&W will continue 
to solicit its own traffic,” they said. The 
board of directors will have 11 mem- 
bers including J. Russel Coulter, TP&W 
president. Two director: will be officers 
of the Santa Fe, two of the Pennsyl- 
venia. Te remaining six will be named 
by ihe o ning roads but not connected 
with them. 

Despite an earlier agreement with 
the PRR to purchase the road jointly. 
Mr. Gurley said, “dramatic develop- 
ments by competitive purchasers” 
caused the Santa Fe to decide to buy 
all the stock on its own (Railway Age, 
June 6, page 12). He said his company 
was aproached by many roads wishing 
to participate in the purchase, but the 
ultimate decision was to share 50-50 
with the PRR. The Pennsylvania Com- 
pany, a PRR subsidiary. will buy 45.- 
000 shares of TP&W stock at the Santa 
Fe purchase price. About 700 shares of 
the stock remain to be purchased, but 
the Santa Fe expects to be able to 
acquire them soon at the same price. 

What effect the purchase will have 
on the TP&W’s efforts to acquire the 
Illinois Terminal, with which it con- 
nects at Peoria, is not known. The 
TP&W presently is intervening in hear- 
ings before the ICC in which 11 roads 
of the St. Louis area are seeking to 
acquire the IT (Railway Age, May 30. 
page 48). 


Delaware & Bound Brook.—Mer- 
ger Application—This road and the 
East Trenton have applied to the ICC 
for approval of merger of the latter 
into the former through cancellation 
of the East Trenton’s capital stock, all 
of which is held by the D&BB. 


Southern Pacifie—Merger of Sub- 
sidiaries—Stockholders of this com- 
pany have approved merger into the 
SP Company of the SP Railroad Com- 
pany and the Dawson Railway Com- 
(Continued on page 40) 
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NEW YORK 


CENTRAL 
SYSTEM 


“Safety is a responsibility to the 
public as well as sound management 
practice,” states Mr. W. F. Kascal, 
Chief Mechanical Officer, New York 
Central System. “To keep pace in to- 
day’s highly competitive transportation 
industry no railroad can afford to oper- 
ate without modern inspection tools.” 
The New York Central, through co- 
operative research with Sperry, was 
instrumental in developing practical 


ultrasonic diesel axle inspection. 


crack 


Crack in dust guard fillet area, 
revealed in place by Reflectoscope, 
could have caused a wreck had it pro- 
gressed to failure. The Central has 
three Sperry Ultrasonic Reflectoscopes 
at work in their Syracuse, Collinwood 
and Beech Grove Shops. There, rapid, 
thorough, in-place testing of all critical 
areas of diesel axles is performed regu- 
larly on an integrated maintenance 
schedule. 


FIRST IN RAIL TESTING 
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RAIL SERVICE 


Division of Sperry Products, Inc. 


New York 


Insures against costly diesel 
axle failure with 


REGULAR ULTRASONIC INSPECTION 


Under-the-engine testing gives fast, positive and economical insurance against 
sudden axle fatigue failure. Testing from the axle end, three angle-beam search 
units are used to probe the three critical areas. The 24° search unit scans the 
dust guard area; the 19° search unit tests the wheel seat area; and the 15.5° 
search unit inspects the gear seat area. Each unit is moved around the outer 
periphery of the axle end. This accurately beams the sound to the area under 
test. As ample proof of the value of ultrasonic inspection, the Central found 
five defective diesel axles among the first 1737 tested. 


Reflectoscope inspection assures sound diesel axles for the 20th Century 
Limited, shown here speeding down the Hudson toward New York City. The 
Reflectoscope is also invaluable for testing freight car axles and wheels as well 


as diesel axles and engine parts. 


SPERRY 


Continuous research in ultrasonic 
testing has developed techniques for 
inspecting numerous vital railroad 
components. For example, Sperry has 
the answer to fast, economic car axle 
and wheel testing problems. Contact 
the Sperry office nearest you for de- 
tailed information on these and other 
tests. We'll be glad to give you work- 
ing demonstrations in your shops. 


Danbury, Conn. 


Chicago St. Louis 
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Questions 


To whom on the railroads, 
in order to secure best serv- 
ice, should industries direct 
their requests for empty cars 
for loading? 


(This question was suggested by 
a yardmaster reader. In order to get 
a good variety of viewpoints and 
experience we asked a number of in- 
dustrial traffic men to tell us what 
procedure they follow. Also we asked 
several railroad officers how they pre- 
fer that such requests be handled.— 
G.C.R.) 


CONDUCTED BY G. C. RANDALL, district man- 
ager, Car Service Division (ret.), Association of 
American Railroads, this column runs in alter- 
nate weekly issues of this paper, and is 
devoted to authoritative answers to ques- 
tions on transportation department matters. 
Questions on subjects concerning other depart- 
ments will not be considered, unless they have 
a direct bearing on transportation functions. 
Readers are invited to submit questions, and, 
when so inclined, letters agreeing or disagree- 
ing with our answers. Communications should 
be addressed to Question and Answer Editor, 
Railway Age, 30 Church Street, New York 7. 


and Answers FOR THE TRANSPORTATION DEPARTMENT 


The agent generally handles such matters. 


“I believe that individual plants 
should handle orders for equipment 
with local agents, yardmasters or their 
representatives. These people generally 
can meet requirements satisfactorily, 
and with less confusion than would 
result if such requests were placed 
through the general officers. There are 
occasions when shippers need special 
equipment. In such cases local people 
should handle the matter through their 
immediate superiors, and so on up the 


ladder. However, the higher traffic, 
transportation and operating officers 


should keep in touch with local con- 
ditions surrounding industries being 
served by the railroad, to see that pa- 
trons are being served satisfactorily.” 

R. C. Klein, superintendent trans- 
portation, Reading. 


The vice-president—traffic of a large 
switching line advises that industries 
served by his company are urged to 
place orders for cars with their local 
agents. Agents’ orders are consolidated 


by the superintendent of car service. 
In turn the superintendent of car ser- 
vice orders the cars from the connect- 
ing carriers which will receive the road 
haul. This line tries to discourage 
ordering cars through switch crews, 
yardmasters and their forces. If ship- 
pers are permitted to handle service 
and car supply matters at “varying 
operating department levels.” he says, 
practices can grow up which might 
result in preferences or inequities. 
Traffic department representatives call- 
ing on the industries urge them to work 
through the agents. If agents do not 
give satisfaction then the industry is 
urged to contact the superintendent. 


“We have no definite general set up. 
The situation locally determines how 
these matters are to be handled. The 
manner of handling sometimes depends 
on the personal and diplomatic rela- 
tions which exist..—C. E. Lanham, 
general superintendent transportation, 


Gulf, Mobile & Ohio. 


Most industrial traffic men 


“Each individual plant is encouraged 
to deal with the party designated by 
the local carrier as being the one it 
wishes to handle orders for equipment, 
or service matters generally. We find 
this practice gives us the most satis- 
factory results. At the same time, our 
plants are encouraged when service 
and equipment problems get out of 
hand to contact our traffic department 
for assistance. That is when the traffic 
department steps in to handle the mat- 
ter through the railroad operating or 
trafic departments, or both.”—G. H. 
Shafer, general traffic manager, W eyer- 
haeuser Sales Company, St. Paul, Minn. 


“Generally speaking, we look upon 
the railroad station agent as the person 
directly responsible for our plant serv- 
ice. As the contracting party for the 
railroad, he must supply the billing 
(waybills, switching order or arrival 
notice) upon which car movement is 
—or should be—predicated. Outside of 
station hours direct contact is made 
with the yardmaster, as circumstances 
require. .. . Our general traffic depart- 
ment is expected to aid the plant 
people in situations involving special 
types of equipment and car supply 
when not available in the serving yard. 
In such situations it becomes necessary 
to seek relief through the carrier’s 


agree 


system offices or through connecting 
lines. 

“Our methods are the result of ex- 
perience and a proper respect for the 
responsibilities of the carrier’s oper- 
ating personnel to perform task assign- 
ments with the least amount of inter- 
ruption by customers being served.”— 
C. B. Roeder, general distribution man- 
ager, American Home Foods, New York. 


“The majority of our shipments are 
in tank cars. However, when box, gon- 
dola or flat cars are required, orders 
are placed with the local agent. 

“This is in accordance with requests 
made by the serving railroads. Our 
service has been very satisfactory and 
we have no reason to request that any 
other method be utilized in placing 
orders for such empty cars. The DF 
type box car—which incidentally we 
find extremely satisfactory—is ordered 
through transportation or traffic depart- 
ment representatives. Again, this is in 
accord with requests by our serving 
railroads. Our orders for empty box 
cars, with the exception of the DF 
type, are rather limited since ordinary 
box cars which have brought in ship- 
ments are used extensively, when emp- 
ty, for our outbound shipments.”—L. 
4. Christiansen, assistant general traf- 
fic manager, Sun Oil Co., Philadelphia. 
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For New Two-Level Suburban Cars 
for the SOUTHERN PACIFIC 


To better serve their rapidly 
growing suburban passenger traf- 
fic, the Southern Pacific is now 
placing in service the first order 
of 10 new two-level commuter 
cars equipped with CoMMon- 
WEALTH Trucks and Central 
Bearings. These modern high 
capacity cars of latest design seat 
145 persons. 


For all types of passenger train 
service, there are COMMON- 
WEALTH Trucks that provide the 
utmost in smooth riding comfort 
with a minimum of upkeep 
expense. 


STEEL CASTINGS 
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THE BARCO 
RECORDER 


WHAT HELPS THE RAILROADS, HELPS AMERICA 


AN INEXPENSIVE SYSTEM 


for Helping Railroads 
Earn More 


@ Most systems offering benefits to railroads require 
substantial capital investments for installation of equip- 
ment and require important maintenance expenditures. 
By contrast, THE BARCO SYSTEM for increasing and 
maintaining high operating efficiency requires only 
modest expenditures for installation of recorders on loco- 
motives and very little personnel to operate the system 
for an entire railroad. As a consequence THE BARCO 
SYSTEM is able to pay you dividends that merit 
immediate investigation and decision. This is an important 
story — write for THE BARCO SYSTEM. BARCO 
MANUFACTURING CO., 501H Hough Street, 
Barrington, Illinois. 
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THESE ARE JUST 7 OF 140 RAILROADS SERVED BY STANDARD OIL COMPANY 


STANDARD 


With Standard lubricating oils. 


With the expanded use of low 


cost fuels, good lubrication 


LUBRICATING OILS 


is now more important than ever. 


STANDARD OIL COMPANY (Indiana) 
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CENTER SILL STRESS SIDE SILL STRESS 


R. 16,200 psi 
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t 
COUPLER FORCE CENTER SILL STRESS CENTER SILL STRESS 


F1,000,000 ts 4:100 psi] 
R. 669,000 Ibs. | R.1,700 psi | 
33% Reduction 59% Reduction | 


—Friction Draft Genr 


| R. 2,200 psi 


R—Rubber Draft Gear 


MALLEABLE 
and STEEL 
Cleveland 6, Ohio 
COUPLERS @ YOKES @ DRAFT GEARS ® FREIGHT TRUCKS e SNUBBER PACKAGES e JOURNAL BOXES and LIDS 


i National MF-275 
Rubber-Cushioned 


Draft Gear fits 
both standard 
pocket and yoke. 


can prevent 


car damage 


KE 


*IQ— or Impact Quantum—is the total amount of 
work which must be done in any impact. The purpose of 
cushioning is to permit this work to be done with a mini- 
mum of force transmitted to the car. This reduction in force 
is performed by the extra-long-travel and high cushioning 
capacity of the National Rubber-Cushioned Draft Gear. 


Reduction of forces and stresses results in lower 
maintenance costs... fewer bad-order cars... greater car 
availability. Check the accompanying chart and see how 
National Rubber-Cushioned Draft Gears reduce stresses 
and keep them within safe limits for which body members 
and car structures were designed. Then check National’s 
Report No. 155 “Impact” and see how Nctional Rubber- 
Cushioned Draft Gears reduce damaging “lag factor,” 
coupler force and center sill acceleration. 


AA-1147 


Technical Center 
Cleveland 


Progress through Research 
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A “Hunting License” 
For the Common Carriers? 


Some of the critics of the Cabinet Committee 
report on transportation have said of it that its 
purpose is to give the railroads a “hunting license.” 
Well—what’s wrong with that? The Cabinet re- 
port does not, of course, recommend any special 
favors for the railroads. What it does recommend 
is some relaxation in the reguiatory handicaps 
now suffered by all common carriers, including the 
railroads—to enable these common carriers to com- 
pete more effectively than they now can with the 
unregulated carriers. 

The unregulated carriers—i.e., contract and 
private truckers, “exempt” carriers and most barge 
operations—now have an unlimited “hunting li- 
cense.”, When they hunt, they don’t have to go 
after the rabbits and woodchucks, but are free to 
concentrate their attention on the deer and the 
pheasants and other choice game. ‘There is no 
closed season on any trafhe for these unregulated 
carriers—it is all fair game for them. There are no 
rules as to the kind of lures or ammunition or fire- 
arms they may use. For the common carriers—not 
just the railroads, but the regulated truckers as 
well—restrictions have been multiplied to the 
point that the amount and quality of the game 
thev are able to bag is being dangerously curtailed. 
The question is, simply, whether the unequal 
rules that prevail for different classes of hunters 
for traffic are in the public interest or not. 

The common carriers, in hunting for traffic, 
are limited to the use of bows and arrows, while the 
unregulated carriers are using repeating rifles. If 
the game wardens catch a common carrier neglect- 
ing the rabbits, but going after the deer and other 
choice game instead, they penalize him. And the 
commercial carriers pay an excise tax on all the 
game they bag—a tax which private carriers avoid. 

If it were just hunting for the sport of it that 
Was at issue in the present transportation situation, 
such inequities would not be a matter of serious 
public concern. If there were game laws which 
put red-headed hunters under restrictions not ap- 
plying to those with other-colored hair, the red- 
headed ones would be offended, but the country 
wouldn't be noticeably worse off. But the fact is 
that, as far as the nation’s transportation service 
is concerned, the common carriers have important 
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obligations to the public that the private and con 
tract carriers do not have. Yo the extent that com, 
mon carriers are weakened, the public loses in the 
availability of the dependable and equitable serv- 
ices these carriers are expected to provide. Com- 
mon carriers are required by law to haul any and 
all trafic offered to them, at any time, and to any 
destination—up to the limit of their capacity. They 
cannot charge one customer more than another 
for similar service. “They cannot levy extortionate 
charges. Does the public want—or can it afford— 
to jeopardize the nationwide availability of this 
kind of transportation service? 

Of course it cannot. Nobody believes for a 
moment that the nation could prosper without the 
continuance of efficient common carrier transporta- 
tion service. Even those shippers who make exten- 
sive use of private and contract carriers do not want 
the common carriers eliminated—they still need the 
common carriers for handling peak loads and for 
“stand-by” service in emergencies, even if they do 
not use them regularly. For the “little fellows’— 
too small to be attractive to contract carriers, and 
not rich enough to buy their own transportation 
equipment—common carrier service is indispens- 
able. Well, then, since this is so—what is the pub- 
lic going to do to enable the common carriers to 
maintain their economic health, now so clearly 
endangered? 

The most important of the common carriers, 
the railroads, are carrying only about 50 per cent 
of the nation’s freight ton-miles today as compared 
with 58.5 per cent five years ago and 67 per cent 
in the last year of World War II. Of total truck 
trafhe, the common carrier trucks are handling a 
constantly declining proportion and the unregu- 
lated truckers a constantly increasing proportion. 
The reason for the dangerous decline in the rela- 
tive economic position of the common carriers is 
the highly restricted “hunting license” they have, 
compared to the complete lack of any restrictions 
whatever, enjoyed by contract and private carriers. 

The kind of “hunting license’ bestowed upon 
the various kinds of carriers is the nub of the whole 
transportation mess which the Cabinet Committee 
report seeks to correct. When the opponents of 
this report say that the report seeks to give the 
common carriers a more liberal “hunting license” 
—it should be recognized that this characterization 
is not criticism, but praise. Equal licenses for all 
hunters is exactly the purport of the Cabinet re- 
port. The central theme of the report could not 
be more aptly or more dramatically epitomized. 
It is a descriptive term which supporters of the re- 
port should proudly accept and widely publicize. 
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Speed Tapes Determine Schedules 


ON THE NEW YORK CENTRAL AS THIS TRAIN ... 


TAPE from the speed recorder in the locomotive cab of 
the Cleveland to Detroit “Mercury” is one of nearly 1,200 
produced on the NYC daily. It goes to Office of Locomotive 
Performance for inspection and analysis. 


OVER THIS LINE... 
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$35 MASTER CHECKING TAPE shows speed limits for pas- 
Se senger (heavy solid line) and freight (broken line) trains, ’ 
é signals and profile. ““Mercury” tape is compared with the 
passenger limits and checked for signal observance to 
insure safe operation. 


AVERAGES THIS SPEED .. . 


Te 
x 
ut + Ww 

= 

if 
fe COMPOSITE TAPE shows average “Mercury” performance 


with different locomotives and enginemen handling a 
standard consist. Prepared by OLP from the cab tapes, it 
is then used for establishing train’s schedule. 
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in specialized central office 


W iil freight train running time be shortened over a 
division with a four-track main line if the train is 
crossed over to the high-speed passenger track and oper- 
ated there whenever possible? This problem recently 
came to the NYC Office of Locomotive Performance. An 
answer was developed from speed tape records that are 
constantly made in the cab recorders of over a thousand 
road locomotives. Each day nearly 1,200 speed tapes 
can give the Central information on train movements that 
assists in establishing operating practices and schedules. 

Tape records undergo regular inspection for violation 
of speed limits and failure to properly observe signals. 
In the beginning tapes were used to insure economical 
steam locomotive performance with a continuous record 
of speed and cutoff. While safe train operation is con- 
stantly checked, tapes are a growing source of informa- 
tion for the transportation, motive power, maintenance of 
way, legal and traffic departments. 

Daily all NYC tape records are mailed to the Office of 
Locomotive Performance in Buffalo by more than 60 loco- 
motive terminals. Last year, 417,858 individual tapes 
arrived, many from points as distant as St. Louis, Bay 
City, Mich., and Beacon Park near Boston. Tapes are 
identified by a standard procedure of marking before the 
locomotive is dispatched, and again when the tape is 
removed after the run. On New York-to-Chicago pas- 
senger trains, a single tape shows the passenger diesel’s 
speed while being operated by seven different enginemen 
between Harmon, N.Y., and LaSalle Street, Chicago. 


Tapes Don’t Gather Dust 


After arrival at the Office of Locomotive Performance, 
the tapes are sorted by territories. They then go to the 


checking table where they are again sorted, this time by_ 


MAKES THIS TIME 


PASSENGER TRAIN RUNNING TIME 
from Composite Tape 
Diesel H.P. 3000 Cars 9 
Northbound Time Table 0 
Toledo to Detroit 
RUNNING TIME 
Toledo 
Alexis 1.336% 
Monroe 14,5! 
Wyandotte 23.1! 
Detroit 18,2! 
TIME : TAPE 
Tol.to Det. 69.6'/ 1-10 


RUNNING TIME is determined by running timing 
machine over the composite tape. 
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SETS THIS SCHEDULE 


Safety and operating information come from systemwide tape inspections 


routes. They are placed in racks ready for the inspector. 
On each checking table are copies of the master tapes 
for the divisions comprising the territory covered by that 
table. These master tape copies are covered by plate 
glass to protect them against dirt and wear. Each master 
tape shows the profile. "perisiasible passenger and freight 
train speeds at all points, all signal locations, and the 
types of signals. They are laid out to a scale of one-half 
inch per mile, the same as the cab recorder tape. 

Separate tapes are made out for each line in each 
direction, all reading from left to right. Separate tapes 
for each line take into account multiple tracks and any 
speed restrictions that may not apply in both directions. 
Master tracings are constantly revised to include all 
permanent changes in speed limits, and signal location 
and indication. Temporary restrictions and changes are 
marked on the copies of the master tapes on the checking 
tables. 

Referring to the master tape, it is only necessary for 
the inspector to unroll the locomotive tape and make a 
comparison by moving between fixed points identified 
by stops, reduced speed zones, and marks initiated by 
train control equipment at permanent restrictive signals. 

When excessive locomotive speed is shown, or any 
restricting signal has not been properly observed, a re- 
port is made to the division superintendent for his in- 
vestigation. These reports are only for information and 
further action is taken by the operating department. The 
signal violation report includes a tracing of the speed 
tape in the region of the signal involved. For speed in- 
fractions, the actual tape is accompanied by a report 
describing the violation and fixing its location. Illus- 
trated are typical examples of these reports along with a 
fictitious master tape for the area involved. 

The Office of Locomotive Performance supervises cali- 


Detroit—Toledo—Cleveland 
303 
303 | 305| ~ 761 309| Ex. 
Miles Table No. 30 Daily| Daily Daily Sun.’ Sat. 
AM | PM PM 
(E.T.)}11 00} 1 5 15 0| 35) 
10.3) Lv Wyandotte. . . 11 1 24 =2 01} 11 5) 1 6 
34 0) ly (kentucky Ave). 11 47] 1 I: | Se 12 25 
57.6} Ar Toled 1 | me 
7.6, Ly Toledo... 45 $2 
1043, lv Sandusky 3 53/4 = 
134.0, Lv Elyria (Oberlin) 43802 
158.2) Ar Linndale 15074 
164.2 Ar Cleveland (Union Term.).... | § z 
| 89 | 
| Ex, 
89 |Sat&) 
Daily Sun. Daily Daily | Daily 
m 
Ly Cleveland (Union = 
Lv Elyria 35/12 35/25 
Ar Toledo..... |_2 05) 2 
|_302 | 304 
lv Toledo 5 30) 6 
Lv Monroe (F. Chester St.)........ 6 05} 6 48 
. | 7 00) 7 40 
AM | 


PUBLIC TIMETABLE contains a reliable schedule determined 


from exact analysis of train performance. 
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CHECKING TABLE INSPECTION compares locomotive speed tape with 
the master tape mounted under glass. Each table deals with a different 
NYC territory and examines only a portion of the tapes that come to it. 


TIMING MACHINE measures elapsed time from tapes 
mounted along the front edge of the table. Not a routine 
operation, this analysis may be for scheduling or to 
determine some factor such as acceleration time. 


bration of the locomotive speed recorder equipment. Be- 
cause such reliance is placed on the records of these 
instruments, every effort is devoted to maintaining the 
accuracy of all recorders within two miles per hour over 
their speed range. The centrifugal type instruments used 
by the NYC are operated on an approximate two-year 
maintenance eycle. With regular lubrication. a minimum 


of servicing has been required. 
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FILED by locomotive number, NYC tapes 
are available for two months. Over 400,000 
tapes are received each year. 


All NYC recorders have gears so that at intervals loco- 
motive wheel wear can be compensated. Calibration of 
instruments is not only checked on the bench, but also 
on the line. 

At four selected points along the NYC, on sections of 
the road where trains maintain a constant high speed. 
operations recorders have been wired into the signal cir- 
cuits so as to record elapsed train time over approxi- 
mately four miles of track. Using this elapsed time 
record, train sheets. and the speed tapes. it has been pos- 
sible to check recorder performance in actual operation. 
Since 1953, during 1,700 checks of this type, only eight 
recorders have shown an error greater than five miles per 
hour. usually the result of improper compensation. Re- 
strictive signal indications are marked on the tape 
through the road’s automatic train control equipment. 
Currently the Office of Locomotive Performance accumu- 
lates tapes from nearly a thousand diesel and two hun- 
dred steam locomotives used in Central road service. 


Evidence of Rule Infraction 


NYC tapes have gone to court and public commission 
hearings: and have been accepted. Their analysis has re- 
vealed whether or not a running brake test was made. 
whether stopping was done with an emergency or service 
application, and what speed was being made at the time 
of a collision or derailment. By analysis, stopping dis- 
tance after a collision can be calculated. All of this in- 
formation has proved valuable in investigations of acci- 
dents and in providing claim and legal departments with 
graphic evidence about train operation. 

Much recent development work by railroads and build- 
ers on diesel locomotive wheel slip was started when 
the Office of Locomotive Performance discovered that 
NYC passenger diesels produced trip tapes considerably 
longer than the master tape for the same district (Rail- 
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way Age, October 22, 1951). Because no wheel slip was 
indicated in the cab, it has been necessary to develop more 
sensitive wheel slip devices. Refinements and further 
work in this field are continuing. 

Becoming more proficient in tape analysis, the office 
is now able to fix unusual occurrences on the road within 
one-tenth of a mile. This has not only been useful in legal 
cases involving grade crossing accidents, but has been 
used to develop a record of train partings. Each such 
oecurrence is analyzed to find the exact point where the 
separation occurred. These spots are plotted on division 
maps and the office frequently reports locations where 
unsatisfactory track conditions are found. In other cases 
the analysis may determine that a change in train han- 
dling is necessary to prevent slack action. 

The determination of elapsed time from tapes requires 
mathematical analysis because the recorder plots speed 
on a tape graduated in miles. A machine was developed 
to do this. It includes a planimeter which is run over 
the speed lines and whose reading can be converted into 
elapsed time. Problems of braking and acceleration in- 
volve these time studies. NYC passenger train schedules 
are now prepared from tables developed from composite 
tapes of typical train operations. The Office of Locomo:- 
tive Performance can prepare charts showing the effect 
on running time of adding a unit or using a locomo- 
tive with a different horsepower rating. 

The problem of freight train operation was solved with 
a similar time analysis. It was found that using cross- 
overs with speed limits of 15 mph, the braking and 
acceleration of a typical freight train required so much 
time that increased speed on the passenger track could 
not lower running time over the division. (This was a 
division where speed limits are 45 mph on the freight 
track and 60 mph on the passenger track.) If the cross- 
overs have a 30 mph limit, it is necessary to have a run 


of as much as 30 miles on the passenger track to equal 
the performance of the same train running a steady 45 
mph on the freight track. 

Similar studies have been used to show the effect of 
curve reduction and justify line changes. The results of 
eliminating a slow-down can be expressed in definite 
figures. The cost of making a station stop can also be 
calculated. Studies by the Office of Locomotive Perform- 
ance have been used to compute the cost of providing 
train service and prove that the elimination of a scheduled 
passenger stop is justified. This is done by computing 
the additional locomotive time involved in stopping and 
accelerating the train and then developing the locomo- 
live operating costs for this period. 

Originally steam locomotive cutoff and speed were the 
only records made on the tape. Soon a record of restrict- 
ing signal indications was being produced in the record- 
ers by the automatic train control. On many occasions 
the Central has installed other pencils to make additional 
records, Passenger diesels have been equipped with blow- 
down recorders showing the frequency and duration of 
the steam When firemen were 


brought to properly spacing these periods. steam genera- 


generator blow-down. 
tor maintenance was reduced. 

Early antagonism toward the tapes has gradually de- 
clined as enginemen learwed that there is graphic verifica- 
tion for their statements if their train was properly oper- 
ated. For example, tapes from the locomotives of the 
four trains involved in a derailment just east of Conneaut. 
Ohio. in 1953 showed that no engine crew was at fault. 
The NYC is now experimenting with a whistle record on 
the tape. Backed with this evidence, the testimony of 
an engine crew involved in an automobile grade crossing 
collision can be open to little question. 

Accepted by crews and well regarded by management, 
NYC speed tapes have become a valuable operating tool. 


NEW YORK CENTRAL SYSTEM 


REPRODUCTION OF A SECTION OF SPEED RECORDER TAPE SHOWING RESTRICTIVE SIGNALS PASSED 
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SPEED and signal violations are reported to the Operating 
Department on standard forms. At lower left is the master 
tape for a fictitious section of line. Signal violation report 
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at the upper left indicates that the train was not slowed 
sufficiently passing a restricting signal. Four miles back 
the speed limit was exceeded and is reported at the right. 
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BRITISH RAILWAYS’ new electric-powered train (above), 
en route to Shenfield. Many more such trains are to be 
purchased as part of the $3.5-billion improvement pro- 


gram. Below is a two-car multiple-unit lightweight diesel 
train, driveable from either end, which can be operated 
either alone or in multiple-unit trains. 


FOR COMPLETELY MODERNIZED RAILROADS... 


How British Will Spend $3.5 Billion 


The first step in a gigantic $3.5-billion program of com- 
plete modernization was taken recently by the British 
Railways. Contracts have been placed involving expendi- 
tures of $98,700,000 for multiple-unit diesel trains, pas- 
senger and freight cars. When the long-range program is 
completed, British Railways will be entirely dieselized or 
electrified, with main line trains operating at speeds of 
at least 100 mph. 

One thousand multiple-unit diesel trains and 170 main- 
line diesel locomotives will be added to the roster during 
1955-56. In the same period, plans call for renewing 
1,800 miles of track, constructing three new tunnels, and 
building 4,700 passenger and 136.000 freight cars. 
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The overall program—work on major items of which 
would begin in five years and be completed within 15 
years, according to the plan submitted to the Ministry 
of Transport by the Transport Commission—calls for re- 
placement of the system’s remaining 19,000 steam loco- 
motives by diesel and electric motive power at a cost 
of about $1 billion. Improvements to passenger cars, sta- 
tions and freight warehouses would cost nearly $800 
million: tracks, bridges and signaling, approximately 
$600 million; improvements to freight service. $1 billion; 
and port facilities improvements, purchase of mechanical 
office appliances, and expenditures for “staff welfare,” 
about $100 million. 
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THE PARADOX OF PROSPERITY 


The annual report of the British Transport 
Commission for 1954 indicates a deficit of $33 
million— after all charges— which compares 
with a surplus of $10.9 million in 1953. “Net 
receipts” (earnings minus operating expenses) 
were $127.4 million in 1954, down $38.9 million 
from the previous year. 

The report points out that general prosperity 
is not always an unmixed blessing for common 


carriers: 

“When prosperity becomes sufficiently great, it 
may conceivably bring litthe or no advantage to 
public transport, if it tends to encourage the trans- 
port user to make himself dependent of the public 
services, and to furnish himself with a greater 
luxury and convenience of his own private trans- 
port. When this private transport appears on the 
roads in great quantity, it not only means that at 
least some transport is lost to the public service, 
but also that congested road conditions are adding 
to the cost of providing such services.” 


The BTC operates British railways, a large 
fleet of both loeal and over-the-road trucks, 
some bus lines, local transit in London, canals 
and ports. 

The operation of the railways is by far its 
largest enterprise. While the net position of the 
railways is not carried separately in the report, 
it is indicated that they earned $41.4 million 
after expenses in 1954, with an operating ratio 
of 92%. 

Since BTC took over the railways and other 
transportation enterprises in 1948, it has en- 
joyed three years of net income and three years 
of deficits. It is emphasized that the BTC deficit 
for 1954 is after all charges, including interest 
payments on the stock issue to pay for the 
properties. BTC enterprises are charged with all 
regular local taxes. British Railways, for exam- 
ple, paid “local rates” on its properties totaling 
$4.8 million for 1945. In addition, it paid $2.5 
million in rentals and fees for right-of-way. 


Some 31,000 new passenger cars, including 4,300 mul- 
tiple-unit, diesel-driven rail cars, will be built as part of 
the program. The program envisages greatly increased 
disesel multiple-unit operations, because, as the Transport 
Commission’s plan said, “considerable improvement in 
net revenue can be secured from the replacement of steam 
services by diesel-powered trains, ranging from single 
units to six-coach trains.” 

Freight cars to be built total some 297,000, although 
the system’s present fleet of over 1,100,000 cars will be 
cut to about 752,000 units. Average size of the new 
cars will be larger than that of their predecessors. The 
commission also has based its plan for a smaller freight- 
car fleet upon the assumption that an overall reduction 
of about 30% in turnaround time can be effected. “A 
more drastic reduction [in turnaround time] should be 
possible and every effort will be made to secure it. A 
conservative percentage has been adopted because a fur- 
ther reduction will depend upon fundamental changes in 
operating practices, which in turn are partly dependent 
upon cooperation from the users of transport.” 

Vacuum brakes operated from the locomotive will be 
applied to all freight cars in the fleet, at an estimated 
cost of $210.000,000. “Adoption of continuous brakes,” 
according to the plan, “is one of the most important 
single steps forward that can be taken by British Rail- 
ways in the near future to improve the standard of their 
service.” Chief advantages of “continuous brakes” were 
described as “increased line capacity for all services, 
passenger and freight, because of more uniform speeds; 
better transit times for freight traffic; improved punctu- 
ality: and greater safety in train movement.” 

Fitting freight cars with “continuous brakes” is ex- 
pected to increase considerably the proportion of pro- 
ductive time to total booked time worked by train crews. 
Jt also will reduce the number of sets of relief enginemen 
and is further expected to be of material assistance in 
getting the best results from the new motive power. 

Complete replacement of steam motive power will in- 
volve electrification of large mileages of route. both 
suburban and main line; buying some 1.100 main-line 
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electric locomotives and several thousand diesel road and 
switching units; and purchase of the 4,300 diesel-driven 
multiple-unit cars mentioned above. 

“The use of atomic power in relation to railways,” said 
the commission, “seems likely to be indirect, namely 
through the use of nuclear energy at electric power 
stations, rather than through development of atomic-pow- 
ered locomotives. The extension of railway electrification 
will enable the commission to take advantage of the pos- 
sibilities flowing from the introduction of atomic power. 
.. . The plan is, moreover, flexible enough to enable ad- 
vantage to be taken of any technical developments, in- 
cluding gas-turbine propulsion, that may become avail- 
able and economically justified as the work progresses. 
. .. If it should be subsequently decided that it is prac- 
ticable to electrify a section upon which diesel traction 
has already been introduced, the diesel units would be 
used elsewhere.” 

Putting the plan into effect will necessitate a substan- 
tial increase in the commission’s technical staff and “an 
energetic policy of recruitment” will be adopted. “Part 
of the difficulty of attracting young engineers to the 
railway service in the past,” said the commission, “has 
been a fear on their part that no major development 
work was likely to be undertaken, and that their pros- 
pects and experience in consequence would be limited. 
In future, the best possible advertisement for a career 
on the railways should be the plan itself.” 

The economic benefit to be derived from the plan “will 
be of a decisive order,” the commission said. A third of 
the total cost will come from the commission’s own re- 
sources, the remainder will be borrowed. Repayment of, 
and interest on, the loans will approximate $112,000,000 
a year. 

“The confident hope is.” C. H. Hartwell, publications 
editor for Britain’s Trades Union Congress, has said, 
“that the program will convert Britain’s railway system, 
already the busiest in the world, into the most efficient, 
and will eventually boost its gross earnings by $2,380,- 
000,000 a year. There may then be fewer railwaymen 
but they will all be better paid.” 


< 
1 
27 


THE FIRST of the SP’s new ears at the Palo Alto, Cal., station, June 16. 


COMMUTERS LIKE THEM... 


SP Double-Deck Suburban Cars 


Ten-car fleet. built by Pullman-Standard. gives added capacity without slow- 


ing schedules on Peninsular line 


When the first two of ten two-level, balcony-type subur- 
ban cars. now being delivered to the Southern Pacific 
by the Pullman-Standard Car Manufacturing Company. 
went into service, June 16, reporters and photographers 
rode them from San Francisco, Cal., down the Peninsula. 
They interviewed commuters. who were enthusiastic about 
the cars and who said they particularly like the foam 
rubber seats and the cleanliness possible with stainless 
steel fittings. They also liked the novelty of riding on the 
upper level where it is relatively quiet and the visibility 
is exceptional. 

Nine of these cars will be used in Trains 121 and 130 
which run between San Jose and San Francisco at the 
peak morning and afternoon rush hours. The tenth car 
will be assigned to trains 125 and 136 during commuter 
service hours. The cars will be operated in mid-day 
and late-evening peninsula local trains as much as pos- 
sible, and will be used on most of the Saturday, Sunday 
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Modern conveniences please passengers 


and holiday trains. The cars were put on Trains 121 
and 130 because those trains were running at maximum 
capacity. The railroad couldn't add more cars without 
slowing the schedules. but the new-type equipment relieves 
the situation because it carries more people per car. 

The new suburban double-deck coaches are basically 
like the Burlington car of similar type exhibited in San 
Francisco last year except that the SP cars, in response 
to popular demand, have more space for luggage and 
parcels and include washroom facilities. air-conditioning 
and some heating equipment. fountain water, foam rub- 
her seats. tinted windows and sound deadening. 

The seating capacity of the 85-ft cars is 145, against 
96 for the largest SP commuter cars previously used. 
Entrance doors and vestibule are in the center of each 
new car. with the sliding doors controlled automatically. 
On each side of the car. adjacent to the entrance, are 
compact stairway’ arrangements leading to the balcony. 
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The upper level seats 51 and the lower level 94. Interior 
fittings are largely of stainless steel. 

The cars are 85 ft long from pulling face to pulling face 
of couplers: the roof is 15 ft 8 in. above the rail and the 
car is 10 ft wide over the side posts. The lower level 
is 3 ft 7°4 in. above the rail. The cars have flat sides, 
turtle-back type roofs, extending from end to end, and 
square flat ends of the dummy type. 

The car structures are Pullman-Standard all-welded 
girder-type construction having structural members of 
high-strength. low-alloy steel for the underframe, sides. 
roof and ends. An AAR-supervised static load test 
(squeeze test) was conducted on the first car structure 
completed: the test being made at the AAR Laboratory 
in Chicago on March 25, 1955. The results of the test 
showed that the car structure conforms to AAR strength 
requirements with vertical deflection between bolsters 
only a fraction of the AAR specified permissible deflec- 
tion at the maximum 800,000 Ib end load. 

The side entrance doors are bi-parting sliding-type. 
equipped with automatic door operators for remote con- 
trol. Each entrance is wide enough for simultaneous 
passage by three persons. The end doors are also sliding- 
type. controlled by automatic door operators. Bi-parting 
doors are also installed at each end of the vestibule at 
the center aisle on the lower level. These doors are man- 
ually operated and so linked together that on manual 
opening or closing of either door. the other will open or 
close simultaneously. All these doors are glazed with a 
single pane of 14-in. laminated polished plate glass in the 
upper portions. Clear glass is used in the end doors and 
full-shaded, colored, heat-absorbing glass in the others. 

The car floor on the lower level is l-in. resin-bonded 
plywood with 3/16-in. rubber floor covering in the coach 
sections. The balcony floors are *4-in. metal-covered ply- 
wood which is also covered with 3/16-in. rubber flooring 
material. Balcony floors are supported along the outer 
edge by rolled angles attached to the side frame struc- 
ture. The inner edge of the balconies is supported by a 
series of unpainted stainless steel rectangular tubing 
stanchions extending from the balcony floor to the roof 
carlines. 

The vestibule floor at the center entrance, the center 
entrance step treads and the step treads at the stairways 
leading up to the upper level are made of unpainted anti- 
slip stainless steel plates. All step risers are made of un- 
painted stainless steel sheets. 

The seats have foam rubber seat and back cushions up- 
holstered with plastic material. The seat bases and pedes- 
tals are of unpainted stainless steel and the seats are 
equipped with stainless steel handholds. 

The car body. including the floor, sides, roof and ends. 
is insulated with 3-in. thick Fiberglas type insulation. 
In both the upper and lower levels there is one large 
window for each two seats. The windows are single- 
glazed with one of 14-in. laminated heat-absorbing 
polished plate glass applied in the openings on the car 
sides with single-piece self-sealing and locking rubber 


sections. 
Interior Finish 
Unpainted stainless steel open-type parcel racks are 


installed on the modesty panels on one side for the pas- 
sengers in the lower level. and there are parcel racks of 
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COMMUTERS are reported to be enthusiastic over the new 
cars; these men didn’t want to miss their first ride. 


IMPORTANT FEATURE of the new cars is the wide en- 


trance doors which allow three people to enter at a time. 
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145 PASSENGERS—51 on the upper level and UPPER LEVEL seating arrangement, lighting and parcel racks are 
94 on the lower—can be seated in the new cars. illustrated in this view. 


unpainted stainless steel under the double seats. In the 
upper floor level, closed-type unpainted stainless steel 
parcel racks are underneath the center air duct. 

The following parts are also unpainted stainless steel: 
All wainscoting, side walls of upper level stairways, step 
wells and side entrance steps, passageways and walls in 
general toilet to wainscoting height, vestibule side of 
bi-parting doors, side entrance and aisle doors, and all 
handholds and stanchions at steps and stairways. 

The passageways along the single seats in the balconies 
are protected by an unpainted stainless steel railing of 
rectangular tubing. A solid modesty panel, also of un- 
painted stainless steel, is installed in the lower portion 
of the railings. Otherwise the interior finish is made up 
of painted aluminum panels. 


Self-Contained Power Plant 


Electrical power for the cars is supplied from a General 
Motors 30-kw a-c diesel engine-generator. mounted under 
the car in a stainless steel housing insulated for sound- 
deadening. The engine and housing are _ resiliently 
mounted. Fuel supply for the diesel engine is furnished 
from a 300-gal stainless steel tank. A CO-Two fire ex- 
tinguisher system is installed under the car for the pro- 
tection of the engine generator. Transformers supply 
1]0-volt a-c current for lighting and other miscellaneous 
outlets. A battery is used for starting the diesel engine, 
and for emergency lights, engine controls, air-condition- 
ing controls, door operator and marker lights. Lighting 
is incandescent-type with corner-type reading lights for 
each seat located on each side in the ceiling, for both 


the upper and lower levels. 
Dual 8-Ton Cooling Units 

Each car is equipped with Trane electromechanical air- 
conditioning equipment consisting of a compressor unit 


and two condensers applied under the car. Two over- 
head evaporator units are applied in a chamber directly 
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over the center vestibule, each unit having a capacity of 
about 8 tons refrigeration with dual controls for each 
coach compartment. Each coach compartment has a cen- 
ter air distribution duct for the upper level with diffusers 
on each side for the upper level air supply. The air dis- 
tribution ducts for the lower level are located under- 
neath the upper level seats, one on each side. 

Air is diffused from these ducts through openings in 
the floor with a deflector plate for directing the air. 
Fresh air enters the car through screened openings in the 
letterboard at the unit compartments. Each unit can sup- 
ply 600 cfm of fresh air. One recirculated air grill is 
installed for each coach compartment, in the cross tran- 
som at the center of the car at the overhead units. The 
total amount of air handled for each unit is approximately 
2.400 cfm. Static exhaust-type ventilators are used in the 
roof for discharge of air, along with one exhaust fan in 
the general toilet. 

The Vapor steam-heating system is designed to supply 
floor heat for the lower level only. Aluminum fin radia- 
tion is applied along the floor at the side walls on each 
side of the car. An electric heating unit in the overhead 
evaporator supplies heat for the upper level. Power for 
the overhead electric heat comes from the diesel engine 


generator. 
Trucks 


The trucks are of General Steel Castings four-wheel 
cast steel design having 8-ft 6-in. wheel base, 6 by 11-in. 
journals and 36-in. wrought-steel wheels with taper treads. 
The trucks are equipped with bolster roll stabilizers, 
Hyatt roller bearings. coil bolster springs. coil equalizer 
springs. longitudinal bolster anchor rods and_ vertical 
bolster friction snubbers. The new 24-in. diameter cen- 
tral bearing with Gatke friction pad is used in place of 
the center plate of smaller size. Truck brakes are Budd 
disc type with Westinghouse Decelostat wheelslide control. 
Sound deadening pads are installed below equalizer seats 
and at the top and bottom of all springs. 
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What Are Executives Worth? 


By FRED J. KNIGHT 
M nt C if’ t 


Cresap, McCormick & Paget 


Proper executive Compensation is a crucial matter for 
any company. A fair and adequate pay scale helps make 
it possible for a business to obtain capable executives, 
and to secure their best efforts. Since the quality of man- 
agement is a major influence on the success of the 
company, this is not an area in which the company can 
afford to be careless. 

Of course, superior personnel alone does not assure 
successful administration. There must be set up a sound 
organizational structure within which each executive is 
given clear and non-conflicting responsibilities and 
authorities. Development of an executive salary evalua- 
tion does not automatically improve organizational 
structures. However, salary evaluation and organization 
study are so closely related that they may be accomplished 
simultaneously. 


How Salaries Are Evaluated 


Evaluation of all executive jobs in a large company 
requires the exercise of a tremendous number of judg- 
ments and may employ rather intricate procedures. 
Therefore, it may seem confusing unless one has time to 
study it. The basic elements, however, are simple. They 
usually are carried out in four steps: 

1. Close study of the entire organization, both its struc- 
ture and the way it operates, i.e., who decides what and 
on what evidence, etc. An organization chart usually is 
drawn to show roughly the functions performed by each 
executive and his relationship to other executives. 

2. Written description of each executive position. Re- 
sponsibilities, degree of authority, and method of opera- 
tion are listed and defined. Definitions are as complete 
and concise as can be. In order to facilitate comparable 
ranking of each job against the others, terms employed in 
making definitions are given standardized meanings 
which are employed in a uniform manner throughout. 
Qualifications are measured quantitatively and expressed 
in figures wherever possible. 

3. Each job is ranked against all others, with reference 
to fair salary level. This ranking may consist of simple 
comparison of each job with more or less similar jobs. 
In many systems the ranking is based on “points” assigned 
to various facets of the job. 

4. Usually a survey is made to determine how much 
other companies are paying for comparable jobs. After 
that definite salary ranges are assigned to key jobs. The 
remaining positions are slotted into intermediate ranges 
according to their ranking. Such a process results in 
systematic salary schedules. Thus the salary range for 
each position should bear a logical and fair relationship 
to other salaries both within the company and elsewhere. 

A careful executive salary evaluation, therefore, 
usually results in the following products: 

1. A thorough and precise description of the responsi- 
bilities, authority, and methods employed in each execu- 
tive position. 
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2. Appropriate salary range for each job under cur- 
rent economic conditions. 

3. A comprehensive organization chart. 

Note that in establishing rate ranges, we are not deter- 
mining the value of any particular man. At this state, 
we are interested in measuring the jobs; not the men who 
happen to be holding the jobs. 

To measure executive positions intelligently one should 
consider the basic aims and policies of the company as a 
whole. 

The analyst then can decide what sort of organiza- 
tion is best fitted to carry out those aims. The next step 
is design of a suitable organizational structure, provid- 
ing for departmentalization of the various line, staff, and 
advisory functions. This leads to consideration of how 
each department could be organized best: i.e., how many 
key executives it should have, the functions each should 
perform, the number and nature of his assistants, and his 
proper relationship to other executives. 

Having built such an ideal organzation, and deter- 
mined the character of each executive position therein, 
one is in position to observe the qualifications of the men 
who would be capable of handling each job effectively. 
Bearing this in mind, the jobs would be ranked one 
against the other, and salary rates would be established 
for each job. 

As everyone knows. men vary so greatly in abilities 
that it seldom is possible to find a candidate who can 
handle every phase of any job to perfection. As a matter 
of fact a “perfect” candidate probably would be too good 
for the job and should be placed in a more influential 
position. Because men do vary so much in ability and in 
value to a company, it is customary to establish a rate 
range for each position. The low rate represents a proper 
salary for an incumbent possessing the minimum abili- 
ties which it would be economic to devote to the function. 
The top rate indicates an adequate salary for an executive 
of the highest caliber which can be economically devoted 
to the job. 

The carefal placement of each incumbent executive 
within the rate range of his job, or the determination 
of starting salary for a newcomer, calls for measurement 
and evaluation of the abilities of the individual. In re- 
cent years this difficult task has been eased somewhat by 
development of merit rating systems, aptitude tests, and 
psychological testing. Space is lacking here for discussion 
of this interesting subject. Despite disappointment of 
some persons who perhaps have expected too much of 
tests or merit ratings, systematic handling will generally 
prove a worth while aid to good administration. 


Why Evaluate Executive Jobs? 


Inasmuch as many companies have endured and pros- 
pered without any formal procedures for evaluating ex- 
ecutive jobs, the burden of proof is on those who would 
propose expenditures to establish and maintain such a 
system. What benefits are to be gained from such a 
program? 

The basic reason for systematizing executive compen- 
sation is that it helps to obtain a superior management of 
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“The chief executive will recognize that over the years a good system 


of executive salary administration will have a profound influence on the 
structure of his organization, on the methods by which it operates, and on 
its effectiveness. It offers him his opportunity to plan his organization and 
control its development, instead of just letting it grow.” 


the company’s affairs. This influence is felt in several 
ways: 

1. Superior executives are attracted and retained: 

2. Motivation is improved: 

3. Better organization is obtained: i.e., better organiza- 
tional structures, and improved initiative and co- 
operation. 

Although the subject seldom may be mentioned, all 
concerned are usually keenly aware of any disproportion 
in salary levels between different departments or between 
different jobs in the same department. The resentment 
which this engenders is bad for morale and lowers effi- 
ciency. In time it will become difficult—or impossible—to 
staff the poorly paid positions with capable people A fair 
evaluation, eliminating such internal inequities, can im- 
prove morale and raise efficiency even though the aver- 
age rate of pay is little changed. 

This is not the only reason for maintaining rational 
relationships between salaries throughout the company. 
Modern business is becoming increasingly complex. This 
complexity creates severe difficulties in adequate staffing 
of top executive positions. Top jobs call for versatile. 
all-around executives. These men should have the habit 
of taking an objective. overall viewpoint. They should 
be able to appreciate the importance of many diverse 
factors. and give due weight to each in order to arrive 
at a balanced judgment. Develoment of such executives 
can be fostered by a policy of shifting men through sev- 
eral departments during their formative years to give 
them varied experience and viewpoints. But if salary re- 
lationships are erratic, many logical avenues for execu- 
tive promotion and development will be closed. 

The value of a good salary evaluation program in 
quieting resentment over inequities, and opening paths 
for executive development alone may be sufficient to 
justify the effort. However, it may be equally important 
to assure that the salary level as a whole is up to that 
offered by competing organizations. In this connection. 
competition is not limited to one’s own industry. Indeed, 
several large industries are now recognized as offering 
substandard attractions. Even in those industries where 
executive advancement traditionally is largely from with- 
in. difficulty is now being experienced in hiring the 
higher quality business and engineering college gradu- 
ates. This inadequacy of supply of future leadership may 
he compounded by permitting seniority to play a dis- 
proportionate part in advancement. as is likely to occur 
when jobs and men are not soundly evaluated. 

Considering the strategic role played by management 
in supplying initiative and vitality to any enterprise, 
penny-pinching in executive compensation is a_short- 
sighted policy. Wisdom lies in establishing a salary level 
somewhat above—rather than below—the average being 
paid by other companies, so as to have a chance at some 
of the really exceptional men. Compensation other than 
direct salary should be considered. Partly because of 
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high taxes during their most productive years, most men 
are strongly attracted by pension plans, and by stock 
purchase plans which offer a possibility of capital gains. 
A survey should take these benefits as well as direct sal- 
ary into account. 


Surveying the Organization 


A salary evaluation could be made of executive posi- 
tions now existing, without thought of possible improve- 
ment of the organization structure itself or the distribu- 
tion of duties and authority among the executives. How- 
ever, substantial additional value often may be obtained 
by surveying the organization at the same time the jobs 
are evaluated. 

Each company is likely to have unique organizational 
problems. Hence this article can speak only in rather gen- 
eral terms. We can, however, indicate a few of the com- 
mon organizational improvements which sometimes are 
suggested by such a study. The type of organizational 
structure is one. Years ago the best arrangement may 
have been to decentralize a particular function, whereas 
intervening changes now frequently make centralization 
more advantageous. Certain functions may have become 
less significant than they once were, and ought to be 
shrunk to meet today’s reduced requirements. 

It is common to find that some work is being dupli- 
cated in several places. Again, some executives may have 
come to exercise too many different functions, or the same 
function may be shared by too many executives. Lack of 
clear assignment of duties and authority slows down an 
organization because men become uncertain just what 
they can and should do. They become afraid of step- 
ping into the province of another man. This curbs 
initiative, performance follows an unimaginative routine. 
and the organization becomes unprogressive. 

Overall study of the organization as a whole can iden- 
tify such difficulties. A plan for improved organization 
then can be drawn. Perhaps with some changes in pro- 
cedures. duplicate effort may be eliminated, and each 
function may be better consolidated and administered 
by fewer executives. 

Such improvements may bring about an immediate re- 
duction in the number of executive positions and in pay- 
roll cost. At the same time, clarification of the duties 
and authority of each executive will improve perform- 
ance all along the line. Men will feel more free to act. 
and their work will be more effective when they know 
what is expected of them. 


Who Makes the Evaluation? 


It is common practice to arrange for the work of salary 
evaluation to be carried out cooperatively by: (1) a full- 
time analyst; (2) occasional attention from each of the 
principal department heads; (3) an evaluation com- 
mittee. and (4) top management. The major burden of 
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THE ONLY 64 VDC POWER SUPPLY WITH DUAL VIBRATOR RELIABILITY 


In all Motorola railroad radio deisel applications 1 Two Vibrators — one in use, one standby 

the new 64 volt D.C. power supply provides 2. Full Regulation of all tube filaments 

the same Motorola reliability with substantially 3 Plug-In Unit — for ease of maintenance % 
lower installation and maintenance cost. 4 Uses standard Cornell Dubilier Tandem Vibrators « 
The compact design of this unit permits you to 5 Long Vibrator Life 

a inatnematiCe so that the entire function 6 Plug-in transmitters and receivers interchange- 3 
may be kept in one department. able with base stations and cabooses 4 
The Motorola system of interchangeable, plug- 7 New speaker-control head combination 

in transmitters and receivers is retained in 8 Light on control head indicates vibrator 

this equipment. changeover 
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MO 7 OROL A Motorola consistently supplies more mobile and portable 
radio than all others combined. 


roof of acceptance, experience and quality. 
2-WAY RAILROAD RADIO d quality 


The only COMPLETE radio communications service — 
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specialized engineering... product... 
MOTOROLA COMMUNICATIONS & ELECTRONICS, customer service... parts ...installation... 
A SUBSIDIARY OF MOTOROLA, INC. maintenance... finance... lease 


4501 AUGUSTA BOULEVARD « CHICAGO 51. ILLINOIS. "The best costs you less — specify Motorola.” 


ROGERS MAJESTIC ELECTRONICS LTD, TORONTO CANADA ~ 
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“A complication in relating salaries to those paid by other companies 
lies in obtaining assurance that the different jobs are really comparable. The 
fact that two men have the title of ‘controller’, for example, gives no assur- 
ance either that the two men are of equal caliber, or that men of equal cal- 
iber are needed for the two jobs. Caution is thus advisable in interpreting 


salary surveys.” 


work is carried by the analyst. He usually works out a 
suitable plan and system, designs forms, and submits 
them for management approval. His next responsibility 
is gathering facts, writing job descriptions, and perhaps 
comparing organization charts. He also makes the survey 
of salaries paid by other companies. 

The appraiser also should have a good background in 
organizational matters. Beyond this he should be capable 
of understanding the basic tools and methods employed 
by each major department of the company. Lacking this 
broad outlook the analyst would be poorly equipped to 
make a uniform analysis or appraisal of dissimilar jobs. 
Nor would he be able to make useful suggestions to aid 
administration, such as pointing out logical paths for 
executive development and promotion, need for training, 
or overlapping jurisdiction. 

\ member of the company’s top executive team might 
prove a good candidate for this work, if he could be 
spared from his regular responsibilities. Inasmuch as the 
task is a temporary one, some companies employ an out- 
side consultant on a temporary basis to supervise estab- 
lishment of the original job descriptions and salary 
ranges. During this process, company personnel would 
be trained to operate the system and to maintain it. 

Each of the principal department heads usually must 
provide the analyst with information needed to write up 
the job descriptions. Such descriptions should be re- 
viewed and approved by the department heads. This 
usually can be accomplished without excessive demands 
on executive time. 

When job descriptions and salary ranges have been 
prepared by the analyst, it is common for representative 
committees to agree upon the rank into which each job 
falls. Such a committee is well fitted to make this evalua- 
tion, as it can exercise balanced judgment based on 
varied experience and viewpoint. Sometimes, however, 
this function is performed by department heads rather 
than by committees. The chief executive naturally re- 
ceives proposals and reports as he sees fit throughout the 
study, and exercises the right of final acceptance or re- 
jection. 


Putting the Evaluation into Practice 


Having approved a fresh evaluation of executive jobs 
and perhaps some recommendations for changes in the 
organization, top management will formulate a plan of 
action. It will be seen perhaps that whereas some steps 
could be taken at once, precipitate action on others seems 
inadvisable. Moderate salary adjustments perhaps might 
be made at once, if the study has been scheduled for 
completion at a time when some increases are due. Other- 
wise, the evaluation is accepted as a long-term pattern, 
and used as a guide for adjustments to be made quietly 
over a period of time. 

The grade of merit rating of each man is taken into 
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account in determining just what his salary should be 
within the range set by the job evaluation. Special cases 
may arise. For example, a job may have been so up- 
graded by the organization study and job evaluation that 
the incumbent does not qualify properly. Another man’s 
abilities and present salary may be found to exceed the 
lop limits set for his present job. It may not be possible 
to relocate all of these “square pegs” at once, but these 
individuals should be marked. In time each one can be 
transferred to a job which he can fill to maximum advan- 
tage. Proposed changes in organizational structure and 
in methods and procedures may require some time to 
work out. This may delay some salary adjustments. 


It Takes Time 


It should not be disappointing if a considerable time is 
required to effect some of these improvements. No one 
should expect to correct overnight all maladjustments of 
salaries and of organization which have built up over 
many years. But many adjustments can be made soon, 
with almost immediate benefits. Benefits may be claasi- 
fied roughly as follows: 

1. Improved quality of executives. A simplified and 
strengthened organizational structure, with clear written 
descriptions of all executive jobs, will help top manage- 
ment to see more clearly just what sort of men are needed 
for key posts. A logical salary structure makes it pos- 
sible to attract the right kind of man to each position. 

2. Assumption of a bigger part of the load by lower- 
level executives, reducing the overload on the top echelon. 
This results automatically from written job descriptions 
which remove doubts as to each man’s responsibility and 
authority. 

3. Reduction in the total payroll by eliminating dupli- 
cate operations. Responsibility for each function is con- 
centrated in fewer hands. The effectiveness of executives 
is raised by reducing the variety of functions for which 
each is partially responsible, so that a greater degree of 
specialization is possible. 

4. Improved morale and efficiency resulting from re- 
moval of old inequities regarding salary relationships 
within the company, general level of salaries compared 
with opportunities elsewhere, and fairness of plan for 
basing future raises and promotions on merit. 

5. A number of incidental administrative aids are likely 
to develop out of what is learned during an executive 
salary evaluation and organization study. Although these 
may never be followed up, or may not be undertaken until 
a later date, the possibilities are worth pointing out. It 
may become apparent, for example, that an executive 
training and develapment program promises valuable 
long-run benefits. Furthermore, much may be learned as 
to the kind of program which would be most effective. 
The same holds for use of improved methods of ex- 
ecutive selection, testing, and placement. 
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HIS JOB: 
COMMUNICATIONS OFFICER 


we and Revenue 
Builder! 


« 


He’s responsible, of course, for constructing and 
maintaining your communication facilities. But his 
real job is to build railroad revenues. 

HE CAN DO IT, TOO—with modern high-speed 
communications. 

He may propose an automatic telephone network, 
throughout the length and breadth of your system. 
It’s a proved method of speeding train movements, 
increasing locomotive hours, and improving service 
to shippers and travelers. It cuts operating costs, 
and it builds business! 

He may recommend mechanized car-reporting to 
keep track of freight cars. Or yard communication 
facilities—or a public-address system for a passenger 
station (each of these, too, has proved it can pay its 
way under proper conditions). He will choose from 
these and dozens of other services available, to meet 
your specific needs. 

And the cost? Probably one of the smallest items 
in your budget. And remember, it shows up on both 
sides of the ledger! The fact is—adequate communi- 
cation costs little, but does a BIG job. 

Having served America’s railroads for 42 years, 
we can probably answer many of your questions 
regarding ‘“‘revenue-building’’ communications. 
Simply contact your Automatic Electric represent- 
ative, or call Automatic Electric Sales Corporation 
(HAymarket 1-4300), 1033 West Van Buren Street, 
Chicago 7, Illinois. In Canada: Automatic Electric 
Sales (Canada) Ltd., Toronto. Offices in principal 
cities. 


Mr. L. R. Thomas, Electronics Engineer with 
Santa Fe reviews a communications problem 
with an assistant. 


AUTOMATIC ELECTRIC | 


ORIGINATORS OF THE AUTOMATIC TELEPHONE 
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ONE POWERFUL THRUST of this giant 


punch and the center of a wheel hub is literally 
knocked out—a very important step in the forging 
of USS Wrought Steel Wheels. 

During the production of a wheel block, the 
metal is worked in a direction parallel to the axis 
of the original ingot—a process which ultimately 
leaves the zone of ingot segregation in the 
center of the wheel hub. But the relentless punch 
press takes care of that—and the unwanted zone 
of segregation goes clattering into the waste pit. 


This rolling process, plus the subsequent rolling 
operation which works the metal in a direction 
transverse to the axis of the ingot, imparts the best 
BORING OF A WHEEL HUB. Hub may be rough bored or finished bored to metallurgical properties to the finished wheel. All 
customer specifications on this modern semi-automatic wheel boring mill. A . ° 

the careful forging, rolling, and controlled-cooling 
undergone by a USS Wrought Steel Wheel serve 
to intensify the inherent strength, hardness, and 
ductility of the steel—resulting in a wheel of re- 
markable soundness and dependability. 


But what does the Wrought Steel Wheel do for you ? 

IT LASTS LONGER... USS One-Wear Wrought Steel 

Wheels will average 200,000 to 300,000 miles or more 

in normal freight car service. 

IT COSTS LESS ... Its far greater life in any given 
a service will reflect a substantially lower annual cost 


than that of the ordinary wheel, even though, initially, 
the One-Wear Wrought Steel Wheel costs a little more 
than the ordinary type wheel. 


REQUIRES LESS MAINTENANCE... Rolling on One- 
Wear Wrought Steel Wheels, a car spends more time 
in service and less time on repair sidings, resulting in 
increased revenue to the railroad. Also, less frequent 
repair means reduced maintenance and lower labor 
costs. 


SAVES UNSPRUNG WEIGHT... Because they are 
lighter than ordinary wheels, eight Wrought Steel 
Wheels under a 50-ton capacity car will save approxi- 
mately 1,520 lbs. of unsprung weight, which can be 
directly converted into payload capacity—or result in 
savings due to the decreased load. Furthermore, re- 
duced unsprung weight means less pounding on the 
track system. 


Two strategically located complete wheel shops 
are ready to fill your orders for Wrought Steel 
Wheels: McKees Rocks (Pittsburgh), Pennsyl- 
vania shop, serving the East and Southeast, and 
the Gary, Indiana shop, supplying the Western 
and Southern Lines. 


UNITED STATES STEEL CORPORATION, PITTSBURGH, PA. COLUMBIA-GENEVA STEEL DIVISION, SAN FRANCISCO 


UNITED STATES STEEL EXPORT COMPANY, NEW YORK 


TENNESSEE COAL & IRON DIVISION, FAIRFIELD, ALA. 
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ENTRANCE to 296-ft metal-lined tunnel is covered with a specially designed 
canopy. Underpass affords workers passage under tracks to building in center of yard. 


SAFE PASSAGE ACROSS YARD ... 
An unusual underpass for use of employees in getting 
to and from work has been constructed at Shreveport, ee 


La., by the Kansas City Southern. The underpass, built 
in connection with a yard construction project, consists 
of corrugated metal plates, installed partly by tunneling 
and partly by the “cut-and-cover” method. 


6" of Nir 
190’ of Mutt! £3 6 of Liner 62 of MULT 
PLATE installed PLare installed 
under existing 
by open cut by open cut =| 
Bidg 


TUNNEL is in three sec- |. 9] 
tions, the two end _ sec- 
tions being of Armco EI- 

liptical Multi-Plate pipe 


installed in open cut, 101 

and the center, which sr 

was tunneled through, Concrete 

consisting of Liner sie S | STAIRWAYS at each end, as well as sides of tunnel 
Plates. si throughout, are fitted with handrails for further safety. 
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Westinghouse 

Friction Draft Gear 
Type NY-11-F 

Certified A.A.R. 


Friction does 


well! 


Effectively... the Westinghouse Friction Draft 
Cear puts friction to work. For the smooth 
siart of a freight train, there is a soft initial 
action. Then when the BIG impact comes, the 
Westinghouse Gear is ready instantly with its 
HIGH shock-absorbing capacity. The initial 
action blends smoothly into a high ultimate 
frictional resistance. 


Friction 
Spring 


~ 
Cardwel 
Bolster 
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In other words, the shock is absorbed by 
friction before it reaches the car and lading. 
Thereby, Westinghouse Friction Draft Gear 
cuts lading damage to a minimum; constantly 
stands guard against unnecessary rolling stock 
maintenance costs. Continuing research and 
development keep the Westinghouse Gear 
practical and economical...as well as effective! 


Cardwell Westinghouse Co. 
332 S. Michigan Ave., Chicago 4, Illinois 


Canadian Cardwell Co. Ltd., Montreal 
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(Continued from page 14) 

pany, as “an important step in corpo- 
rate simplification.” The ICC has al- 
ready found the merger to be “in the 
public interest,” but had withheld for- 
mal authorization pending stockholder 
approval (Railway Age, April 4, page 
54). 


Terminal Railroad Association 
of St. Louis.—A cquisition.—This road 
has applied to the ICC for authority 
to acquire all properties of the St. 
Louis Transfer, which is now owned 
by the Wiggins Ferry Company, a 
Terminal subsidiary. No money is in- 
volved and the transfer company would 
be liquidated in the transaction. 


Wellsville, Addison & Galeton.— 
Purchase of B&O Lines.—This road 
has applied to the ICC for authority to 
issue 1,000 shares of common stock at 
a stated value of $75 per share and 
$200,000 of first mortgage. 20 year 4% 
bonds. Proceeds from the issues would 
be used to buy from the Baltimore & 
Ohio for $250,000 97 miles of railroad 
to be operated as a short line in 
Pennsylvania and New York (Railway 
Age, December 27, 1954, page 14). 
The remaining $25,000 of the proceeds 
would be used as working capital, the 
WA&G application stated. The B&O 
filed its support of the application in 
a brief as intervenor 


Securities 


Chicago Great Western. — Com- 
mon Stock Dividend—The ICC has 
authorized this road to issue 8.816 
shares of $50 par common stock to be 
distributed as a dividend to owners of 
the road’s common stock now outstand- 
ing on the basis of one new share for 
each 40 shares held. 


Authorizations 


BEAUFORT & MOREHEAD.—To issue a promis 
sory note to evidence a $25,000 loan to be 
used to construct side track at Radio Island, 
N.C., and to rehabilitate and repair some of 
its properties, including the Morehead City 
trestle. The note will bear interest at 5% and 
will be payable in monthly installments of 
$500 each beginning June 15, 1955 


ERIE.--To assume liability for $3,270,000 of 
equipment trust certificates to finance in part 
acquisition of 500 freight cars at an estimated 
total cost of $4,099,565 (Railway Age, June 20, 
page 90). Division 4 approved sale of the certif- 
icates, with a 3% interest rate, for 99.319- 
the bid cf Halsey, Stuart & Co. and seven 
associates which will make the annual cost to 
the road about 3.13%. The certificates, dated 
July 15, will mature in 15 annual installments 
of $218,000 each, beginning July 15, 1956. They 
were reoffered to the public at prices yielding 
from 2.5 to 3.1%, according to maturity 

NEW YORK, NEW HAVEN & HARTFORD.—To 
pledge and repledge with Irving Trust Company 
$2,224,000 of its first and refunding mortgage 
bonds, series A, as evidence of a loan of 
$2,500,000 for one year from June 27, 1955 
The loan would enable the road to pay off 
another short-term note of a like amount held 
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THE CANADIAN PACIFIC WILL RE- 
CEIVE, early in 1957, an_ Interna- 
tional Business Machines type 705 
electronic data-processing system. A 
CPR computer center will be estab- 
lished, probably in the accounting 
wing of Windsor Station, Montreal. 
Here examining part of the CPR’s 
already extensive IBM installation are: 


In foreground next to the machine 
operator—E. A. Leslie, vice-president 
and comptroller; in the background, 
in the usual order— J. P. Lunn, 
supervisor, computer center: W. A. 
Crosbie, assistant} comptroller; C. 
Smallwood, chief, computer center: 
and H. C. Reid, assistant comptroller 
—research., 


by the Manufacturers Trust Company (Railway 
Age, April 11, page 63). 

NORTHERN PACIFIC.—To assume liability for 
$5,160,000 of equipment trust certificates to 
finance in part purchase of 200 box cars, 21 
diesel-electric switchers and two diesel-electric 
freight units at an estimated total cost of $6, 
450,800 (Railway Age, June 27, page 54). Dated 
June 16. the certificates would mature in 15 
annual installments of $344,000 each beginning 
June 16, 1956. Division 4 approved sale of the 
securities at an interest rate of 3% for 99.14— 
the bid of Halsey, Stuart & Co. and nine as- 
sociates—which will make the annual cost of 
the proceeds to the road approximately 3.16%. 
The certificates were reoffered to the public at 
prices yielding from 2.5 to 3.125%, according to 
maturity. 

NORTHERN PACIFIC.—To assume liability for 
$2,820,000 of equipment trust certificates to fin- 
ance in part acquisition of 300 freight cars and 8 
diesel-electric locomotive units at an estimated 
total cost of $3,528,700 (Railway Age, June 27, 
page 54). Division 4 approved sale of the 
certificates, with a 3% interest rate, at 99.1687 
—the bid of Halsey, Stuart & Co. and eight 
associates, which will make the annual cost of 
the proceeds to the road about 3.15%. The 
certificates, dated July 14 will mature in 15 
annual installments of $188,000 each, beginning 
July 14, 1956. They were reoffered to the public 
at prices yielding from 2.5 to 3.1%, according 
to maturity. 


Application 


DELAWARE & BOUND BROOK.—To extend the 
maturity date of $1,800,000 of its first mortgage 
consolidated 212% bonds from August 1, 1955, 
to August 1, 1970. The interest rate would be 
increased to 334% and the Reading, the parent 
company, would assume liability as guarantor 
of the bonds in connection with a contemplated 
sale of them to the Mutual Benefit Life In 
surance Company and the Penn Mutual Life 
Insurance Company. 


Dividends Declared 


ATLANTA & CHARLOTTE LINE.—S$4.50, 
semiannual, payable September 1 to holders of 
record August 19. 

RANGOR & AROOSTOOK. — 5% preferred, 
$1 25. quarterly, payable October 1 to holders 
of record September 6. 


CLEVELAND & PITTSBURGH.—7% guaranteed, 
87V2¢, quarterly; 4% special guaranteed, 50°, 
quarterly; both payable September 1 to holders 
of record August 10. 

ERIE & PITTSBURGH.—7°% guaranteed, 87'/2¢, 
quarterly, payable September 12 to holders of 
record August 31. 

FORT WAYNE & JACKSON.—51/2% preferred, 
$2.75, semiannual payable September 2 to 
holders of record August 19. 

PHILADELPHIA, GERMANTOWN & NORRIS- 
TOWN.-—$1.50, quarterly, payable September 6 
to holders of record August 19. 

PITTSBURGH, YOUNGSTOWN & ASHTABULA. 
—~7% preferred, $1.75, quarterly, payable Sep- 
tember 1 to holders of record August 19. 

SARATOGA & SCHENECTADY. — $3, poid 
July 15 to holders of record July 1. 

WESTERN PACIFIC.—common, 75¢, payable 
August 15 to holders of record August }. 


Security Price Averages 


July Prev. Last 
1 Week Yeor 
Average price of 20 repre- 
sontative railway stocks 96.40 98.40 69.15 
Average price of 20 repre- 
sentative railway bonds 99.14 98.32 95.31 


Railway Officers 


MONON. — David J. Deets. 
assistant industrial agent of the Nickel 
Plate at Cleveland. has been appointed 
industrial agent of the Monon at In- 
dianapolis. 


NEW YORK CENTRAL.--J. E. 
Newman, manager of personnel at 
New York. has been promoted to the 
new position of assistant to vice-presi- 


dent, personnel. R. R. Ricks, director 
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Railroads and shippers alike know that 

freight damage, due to load-shifting in transit, 

runs into millions of dollars annually. 

They're discovering, however, that Evans DF* equipped box cars 

lock in the lading, do away with costly dunnage, permit 

multi-decking and virtually eliminate damage. 

For these reasons, forty-two Class I railroads find their DF cars 

in constant demand as more and more shippers learn that they can safely load 
more per car... in less time... at no extra cost. And bigger loads 


per car bring the railroad more revenue per car mile. 


*DF means damage-free, dunnage-free . . . only Evans makes it! 


LOCKS IN LADING, ELIMINATES DAMAGE AND DUNNAGE... 


DF LOADER 


FREE BOOKLET brings you complete facts about DF equipment and its adaptability 


to any type of lading. Write for your copy to Evans Products Company, Dept. E-7 Plymouth, Michigan. 
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How'the Westorm Pavifie 


cuts delays from slides 


Piior to adopting “off-track” op- 
eration, Western Pacific Railroad 
Company always used a fully- 
equipped work train and crew to 
handle slide-clearing jobs. It often 
took 2 hours just to get the work 
train on the main-line. Further time 
was lost travelling to the site. Once 
there, the work train often delayed 
revenue traffic, too. Because the 
line is mainly single track, no traffic 
could go through until the work 
train pulled into a siding which 
might be several miles away. 


Now, their rubber-tired Tourna- 
tractors, if within a reasonable dis- 
tance, drive to a slide under their 
own power and are at work in as 
little as 30 minutes after slide oc- 
curs. Straddling rails, Tournatrac- 
tors drive over bridges and trestles, 
through tunnels. As soon as a slide 
is cleared from the rails, revenue 
traffic can roll with little or no 


Driving through tunnels 
work for Tournatractor. 


is all in a day's 
Wheels are spaced 


just far enough apart to permit machine to 
yet ride on ties. 


straddle rails, 


interruption to Tournatractors’ work 
...and the tractors merely pull off 
to the side of the tracks when a 
train has to pass through. 


Owners like Tournatractors because 
they don’t interfere with train sched- 
ules...they get to each job sooner 
and complete it faster. Tournatrac- 
tors save money, too, railroad offi- 
cials say. One of the rubber-tired 
rigs and a scaling crew can work 
for several days for less cost than 
calling out a work train for a 
single day, they report. 


Tournatractor-Trademark Reg. U.S. Pat. Off.T-782-RR-z 


For more information, call... 


NEW YORK 
Red-Co. 
30 Church St. 


PHILADELPHIA 
Furnival Machinery Co. 
Lancaster at 54th Street 


WASHINGTON, D.C. 
J. B. Akers, Jr. 
1102 Dupont Circle Bldg. 


CHICAGO 
Camef Equipment Corporation 
224 South Michigan Avenue 


ST, LOUIS 
R. E. Bell Company 
2089 Railway Exchange Bidg. 


DENVER 
Lloyd's Railway Supplies 
414 Central Bank Bidg. 


SAN LEANDRO, CALIF, 
W. A. Blackford 
802 Cary Drive 
Or write... 


RAILROAD SALES DIVISION 


LeTourneau-Westinghouse Company 


PEORIA, 
y of Westi 


ILLINOIS 
gh Air Brake Company 


A Subsidi. 
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of training and employment, has been 
promoted to the new post of director 
of personnel. M. S. Riegel, supervisor 
of personnel in the equipment depart- 
ment, has been appointed training co- 
ordinator in the personnel department, 
also a new post. 

John C. Kenefick, formerly man- 
ager of service for the Denver & Rio 
Grande Western at Denver, has been 


John C. Kenefick 


appointed superintendent, West and 
Western divisions of the NYC at Chi- 
cago, succeeding C. D. Buford, tem- 
porarily assigned to special duty. 


NORFOLK SOUTHERN.—A. B. 
Taylor, construction engineer, has 
been appointed chief engineer at Nor- 
folk, Va., succeeding M. C. Jennette, 
resigned. J. B. Davis, Jr., has been 
appointed assistant to chief engineer 
at Norfolk.The position of office assist- 
ant has been abolished. John A. 
White, Jr. has been named _assist- 
ant engineer at Norfolk. F. L. Owens 
has been appointed superintendent 
maintenance of way at Raleigh, N. C, 
The position of general roadmaster at 
Raleigh, formerly held by Mr. Owens, 
has been abolished. 

(Continued on page 46) 


MONON.—Frank R. Hyer, freight 
agent, Chieago Terminal, who has 
been appointed to the newly created 
position of supervisor of stations at 
Lafayeite, Ind. 
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HOW HE GOES FOR THAT 
SWING-MOTION RIDE... 


Barber-Bettendorf Swing-Motion Trucks treat 
your trainmen to a comfortable ride...and 
they’re good business for you, too. Trip fatigue 
and irritation are reduced; trainmen remain 
alert and efficient ... and it’s a safer ride! The 
severe lateral shocks and thrusts of today’s 
high speed freight operation are properly 
cushioned. 


BARBER-BETT 


Built like passenger car trucks, Barber- 
Bettendorf Swing-Motion Trucks have a bol- 
ster and elliptical spring assembly suspended 
by four off-center swing hangers, inside a one- 
piece cast steel transom. The bolster swings; 
the off-center suspension tends to bring the 
car body back into line, minimizing side shocks. 
Send for detailed information. Standard Car 
Truck Company, 332 S. Michigan Ave., Chi- 
cago 4, Ill. Jn Canada: Consolidated Equipment 
Co., Ltd., Dominion Square Bldg, Montreal 2. 


ORF 


BRAKEMAN 


ets 
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Contamination can’t seep into 


new, improved Frostproof Hydrant 


What about the water supply for your diners and passenger 
cars... is it being contaminated by surface and sub-soil pollu- 
tion that enters through your station or yard hydrants? 

If pollution is a problem in your yards, it’s time to change 
to CRANE Improved No. 840 Frostproof Hydrant. Making 
the change-over can be far less costly than you think. 

Crane’s Improved No. 840 Hydrant does not need, nor have, 
an unsanitary underground drain-off. It is sealed completely 
against contamination seepage. Asaresult, many health author- 
ities recommend this Crane hydrant. 

Crane’s Improved No. 840 Hydrant is frostproof! Its supe- 
rior, patented inner construction (shown right) assures free- 
flowing, dependable service in coldest weather. For complete 
details, write Crane Co., General Offices: 836 S. Michigan Ave., 
Chicago 5, Ill. Branches and Wholesalers serving all areas. 


CRANE CoO. 


PLUMBING + HEATING 


VALVES 
KITCHENS 
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No. 840 Improved Frostproof Hydrant 
1—Spout—with female coupling; 
2—water tube, 3—operating handle, 
4—cap, 5—valve stem, 6—separator 
strip, 7—valve body, 8—disc holder, 
9—standpipe housing. 

How it operates: elastic water tube 
lining contracts after each use. In- 
ternal plastic separator keeps ice to 
minimum—a thin ribbon. When 
valve is opened again, incoming 
water follows separator strip, forcing 
ribbon of ice out of spout. Height 
of spout above ground, 30’; height 
of standpipe above ground, 12"; 
depth of bury, 3, 4 and 5 ft. Size of 
female inlet, 114"; outlet, 1”. 


the 
THRIFTY 
BUYER 


| 


CRANE’S FIRST CENTURY...1855-1955 
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The tiny Typebox that holds 
big ideas for printing telegraphy 


The new Teletype 28 Page Printer is so com- 
pletely original in concept that it introduces many 
revolutionary ideas to the field of printing teleg- 
raphy. Perhaps the most ingenious of these is that 
you don’t need a conventional typebasket and 
heavy carriage. 

A featherweight carriage featuring a two-ounce 
Typebox replaces it in the Teletype 28. Here’s 
how it works: a) the Typebox is moved to bring 
the selected character to the fixed printing posi- 
tion; b) the print hammer drives the type pallet 


Chicago 39, Ill. 


RAILWAY AGE 


Teletype 28. If you'd like to complete 
your file with technical information 
on this new Teletype Printer, 

contact your telephone company or 
other communications company 

or write to our new customer service 
office: Teletype Corporation, 

Dept. RA7, 4100 Fullerton Ave. 


against the ribbon and paper; c) after each 
stroke the Typebox is returned to its unoperated 
position below the printed line. Shift and unshift 
are governed by the Typebox position. The platen 
remains stationary. 

You can easily see the advantages: smooth, 
quiet operation at 60, 75, or 100 wpm; mainte- 
nance cut materially; quick interchangeability in 
type faces (without tools) making for remarkable 
flexibility. Altogether, the Teletype 28—with its 
completely new Typebox — represents a giant 
stride forward in the art of printing telegraphy. 


TELETYPE CORPORATION 


SUBSIDIARY OF 


INCORPORATED 
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Railway Officers 


(Continued from page 42) 


ROCK ISLAND. —G. O. Lind- 
strom, chief rate clerk, passenger traf- 
fic department, has been advanced to 
assistant general passenger agent at 
Chicago, succeeding David L. Eck- 
man, who has retired after more 
than 47 years of service. 

H. B. Christianson, Jr.. division 
engineer at Des Moines, Iowa, has been 
promoted to assistant chief engineer 
at Chicago, succeeding to a_ position 
that has been vacant since retirement 


of Walter E. Heimerdinger on 
September 30, 1954. W. E. Simpson, 
construction engineer, has been appoint- 
ed division engineer at Des Moines to 
succeed Mr. Christianson. John F. 
Marsh, engineer of bridges at Chi- 
cago, has resigned to accept a position 
in the Virgin Islands. 


RUTLAND.—Ralph L. Andreas. 
assistant to president—traflic, has been 
promoted to vice-president—trafhic at 
Rutland, Vt. A photograph of Mr, 
Andreas was published in Railway Age 
April 18, page 71. 


TEXAS & PACIFIC.—Donald A. 


Serivner, assistant general agent at 


Tomorrow's design today for 
projected light-weight trains 


~ LUGGAGE RACKS and 
LIGHTING FIXTURES 
by Mink-Dayton 


New Mink-Dayton designs for light-weight luggage racks 
and lighting fixtures are in perfect step with the development 
of today’s new light-weight passenger trains. 


May we consult with you regarding your particular design 


and installation problems? 


Mink-Dayton sets the pace for future light-weight trains. 


Need any other light-weight items? Our design 
engineers are at your service. Write today. 


DAYTON 


MINK-DAYTON, Inc. 
117 North Findlay Street 
Dayton 3, Ohio 


NORTHERN PACIFIC.—H. E. Brakke, 
assistant superintendent car depart- 
ment, who has been appointed super- 
intendent car department at St. Paul 
(Railway Age, June 13, page 77). 


Abilene. Tex., has been advanced to 
general agent at Tulsa, Okla., succeed- 
ing Harry Belden Smith, deceased. 


UNION PACIFIC.— Arthur C, Rit- 
ter, assistant general manager of 
properties at Salt Lake City, has been 
appointed general manager of proper- 
ties at Omaha, succeeding William H. 
Hulsizer, whose retirement was noted 
in Railway Age, July 11. Lawrence 
W. Lindberg, valuation engineer, has 
been appointed assistant general man- 
ager of properties at Omaha. 

Claude E. Summerhays, industrial 
agent at Salt Lake City, has been 
named general industrial agent there. 

Lyle L. Crawford, traveling freight 
and passenger agent at Dallas, Tex., 
has been named general freight and 
passenger agent at St. Joseph, Mo., 
succeeding Frank F. Robinson, who 
has retired after a_ half-century of 
service with the UP. 


OBITUARY 


John S. Gabriel, 64. purchasing 
agent for the Denver & Rio Grande 
Western at Denver, died July 5. 


James A. O’Connell, 63, attorney 
for the Pullman Company, died July 


Walter W. Pace, director of indus- 
trial development for the Illinois Cen- 
tral at Chicago, died July 9 at the 
Illinois Central Hospital in that city. 


T. J. Thomas, 69, retired assistant 
to president of the Burlington, died 
July 11 at Chicago. 


William Thorsen, 67, retired op- 
erator of the Illinois Midland, died 
July 10 at Newark, Hl. 


Ralph E. Wright, 64, general man- 
ager of the New York, Ontario & 
Western at Middletown, N.Y., died 
July 2. 
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Kaiser Aluminum designs new hopp 


— 


body- 


increasing payload 14,000 lbs. 


Tus experimental aluminum hopper car body, designed by 
Kaiser Aluminum engineers, shows how the extensive use of 
aluminum can reduce weight, increase payload and annual 
revenue. 

This design is practical for two reasons: 1. Newly devel- 
oped high strength and easily weldable aluminum alloys 
(5083, 5086), and 2. One-piece aluminum assemblies made 
possible by heavy press forgings and extrusions. 


Aluminum hopper car bodies give you these four advantages: 
Increased Revenue: weight reduced 14,000 pounds, and vol- 
ume increased 270 cu. ft. 

Non-contamination: expensive wax-coating on inside surfaces 
unnecessary in aluminum hoppers when transporting bulk 
foods such as flour and sugar. 


Estimated Comparative Specifications of the Kaiser Aluminum Hopper VS. Steel 
Kaiser Aluminum Steel 


Length (over strikers) . . . . 

Width (over sub-side sills) . . . . 9’ 51%” 9’ 542” 
Height (top of rail tc runningboard) . 14’ 1” 12’ 834” 
Estimated Empty Weight (inc. trucks) . 36,700 Ibs. 50,700 Ibs. 
Body Material . . . . « « AluminumAlloy Steel 

Running Gear Material. . . . . . Steel Steel 


July 18, 1955 RAILWAY AGE 


Corrosion Resistance: needs no painting or other protective 
coatings. Requires less maintenance . . . keeps its modern 
appearance indefinitely, in all kinds of weather. 

Low Center of Gravity: aluminum’s light weight permits safe, 
reduced run times—increased speeds around mountain 
curves. 

If you have special rail transport problems, Kaiser Alumi- 
num engineers will gladly work with you to develop a design 
which will increase your payload and profits through the use 
of light, strong, versatile aluminum. 

For immediate service, call any Kaiser Aluminum sales 
office listed in your telephone directory. Kaiser Aluminum 
& Chemical Sales, Inc. General Sales Office, Palmolive Bldg., 
Chicago 11, Illinois; Executive Office, Kaiser Bldg., Oakland 
12, California. 


setting the pace—in growth, quality and service 
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SWITCHES 
Frogs — Crossings 


%& NELSON IRON WORKS, backed 
by years of know-how in this highly 
specialized business, is a recognized 


leader in the field. 


IRON WORKS, INC. 


45 SPOKANE STREET e SEATTLE, WASHINGTON 


Just Published— 


Revised edition of a 
standard technical 
work on the varying 
aspects of train 
acceleration and 
retardation 


By 
Lewis K. Sillcox 
Honorary Vice Chairman 
New York Air Brake Co. 


Based on the author’s lectures at the Massachu- 
setts Institute of Technology and first published 
in 1941, the scope of this book is far wider than 
the title, Mastering Momentum, suggests. Its six 
chapters discuss: Mechanics of train operation 
and braking; Car wheels and axles; Locomotive 
and car truck design; Rail reaction and riding 
qualities; Draft gear, and Conclusion. This 
thorough revision was brought completely up to 
date in the light of modern practices. 248 pages; 
6” x 9”; 87 illustrations, charts and tables; cloth; 
$5.75, postpaid. 


RAILWAY AGE BOOKS 


30 Church St., New York 7, N. Y. 


Vol. I of brake study course 


ABC’s of AIR BRAKES 


with Dictionary of Air Brake Terms 


by C. M. DRENNAN 


A teacher of air brakes to railroad men since 1908; 


retired supervisor of training, Westinghouse Air Brake Co. 


This complete introduction to the study of air brakes con- 
tains 70 of the famous “chalk talk” diagrams which the 
author has used successfully for years. Its three sections 
include: Section 1—friction and braking ratio; freight and 
passenger train brake control. Section 2—description, func- 
tion and operation of pistons, valves, electric controls and 
other components. Section 3—air brake dictionary covering 
words, terms and phrases, many of which have specific air 
brake meanings. Following each chapter is a quiz to test 
the student’s absorption of the lesson. A practical book for 
practical men. 243 pages; approximately 8 by 11 inches; 


cloth bound. 


Full Refund If Not Completely Satisfied 


Send for your copy today 


$4.75 postpaid 


SIMMONS-BOARDMAN BOOKS 
30 Church St., New York 7, N. Y. 
| enclose check or money order for $ Send postpaid, 


copies of ABC’s of AIR BRAKES. If | am not satisfied | 
may return books for full refund within 10 days after receipt 
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the MAINLINE 


to all your photographic reproduction and retention needs 


Only Remington Rand offers you single-source convenience, single-source responsibility, for all your photographic equipment and service requirements. 


Most versatile micro- 
film camera ever 
developed. Scientif- 
ically engineered for 
fastest rate of feed, 
widest feeding 
throat, (15”) and 
clearest image. 
Microfilms either one 
side of a record—or 
both sides simultane- 
ously. Choice of 
three different 
reduction ratios. 


DUAL FILM-A-RECORD — MODEL 12 


CAMERAS 
Portability plus big- 
machine operating 


precision in this 
compact Model 8 
microfilm camera as- 
sures low-cost micro- 
filming at its best, 
where only one side 
of a document is to 
be microfilmed. 
Choice of 24 to 1, or 
40 to 1 reductions. 


MODEL 8 FILM-A-RECORD 


A remarkable flat- 
bed camera espe- 
cially suited for 
filming bound rec- 
ords, documents that 
can not be fed into 
a rotary type cam- 
era. Microfilms 11’’x 
17’ records or small- 
er on 16mm. film. 
Can be operated 
manually at speeds 
up to 1500 expo- 
sures per hour. High 
resolution lens. 


MODEL 4 FILM-A-RECORD 


An inexpensive, 
portable microfilm 
viewer designed to 
give a sharp image 
in any light at 16x 
or 22x magnifica- 
tions. Used with 
Filmsort Aperture or 
Jacket cards or with 
roll film. Doubles as 
a projector and will 
take either 16mm. or 
35mm. film. Inspector 
is perfect for desk- 
top viewing. 


FILM-A-RECORD INSPECTOR 


A wide range of dif- 
| ferent types of Film- 
sort jackets and 
apertures now makes 
microfilming practi- 
cal for personnel 
and current actively- 


referred-to records. 

into card-size hold- 
ers, which are in- 
dexed and filed for 


instant reference. 


FILMSORT JACKETS OR APERTURES 


A completely electri- 
cal, finger-tip con- 
trolled, microfilm 
viewer. Large, clear 
image for easy read- 
ability. Film can be 
traversed at varying 
speeds. Remington 
Rand offers a com- 
plete line of readers 
suitable to varied 
microfilm viewing 
requirements. 


AO ELECTRONIC READER 


RECORD DEXIGRAPH 


A high-speed, low- 
cost, mobile unit for 
point-of-use record 
copying. Copies at 
full size or variable 
reductions outside 
the darkroom. Ideal 
for Interline Ab- 
stracting, Correction 
Notices, Unreported 
Passenger Ticket 
Tracers and Waybill 
Control. 


photocopy 


PORTAGRAPH PRINTER 


A contact printer 
with split-second 
electric timer. Copies 
books, bound rec- 
ords and flat sheets 
up to 24” wide. 
Gives you full-size 
copies of any record. 
Copies originals on 
paper, cloth, film or 
card stock...one or 
two sides. 


TRANSCOPY 


Transcopy prints 
and develops sharp, 
clear facsimile prints 
up to 1442” wide, in 
a minute or two — 
under normal office 
conditions. 


TRANSCOPY DUPLEX 


ROTOFLO 


Rotary printing unit 
+..compact, port- 
able, lightweight, 
with a 1412” throat. 
A companion to 
Transcopy where 
separate units are 
desired. 


or the Remington Rand Business Services Department can do the whole job for you 


MICROFILM SERVICE — Documents and reports are filmed and in- 
dexed on 16mm. or 35mm. film — quickly, efficiently, without 
interrupting your routine — at your place of business or ours. 


DEXIGRAPH PHOTOCOPY SERVICE — Fast and economical duplication 


of an entire file — photocopies of valuable records and reports. 


CONTINUOUS MICROFILM ENLARGEMENT SERVICE—Full-size photocopy 
enlargements of your microfilm records prepared by us at top 
speed, minimum expense. Ideal for making duplicate files. 


RAILWAY AGE 


July 18, 1955 


Find out more about Remington Rand complete main- 
line of business photographic equipment and services. Get 
complete information today at your nearest Remington 
Rand Business Equipment Center or write Room 1720, 
315 Fourth Avenue, New York 10, N.Y. 


Flemington. FRand 


DIVISION OF SPERRY RAND CORPORATION 
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CLASSIFIED ADVERTISEMENTS 


FOR SALE 
RAILWAY EQUIPMENT 


Used—aAs Is—Reconditioned 


RAILWAY CARS 


All Types 


Service Tested” 
FREIGHT CAR 


REPAIR PARTS 
For All Types of Cars 
LOCOMOTIVES 


Diesel, Steam, Gasoline, 
Diesel-Electric 


RAILWAY TANK CARS 


and STORAGE TANKS 
6,000 - 6,000 and 10,000-galion 
Cleaned and Tested 


SPECIAL OFFERING 
100-Ton Diesel-Electric 
Alco, Baldwin, and EMD 
LOCOMOTIVES 
Immediate Delivery! 
— 


RAILS 


New or Relaying 


IRON & STEEL PRODUCTS, INC. 


“ANYTHING containing IRON or STEEL” 


General Office 

13486 So. Brainard Ave. 
Chicago 33, Illinois 
Phone: Mitchell 6-1212 


Phone. BEekman 3-8230 


Educational Services 
for 
RAILROAD MEN 


Our New Service on 
Diesel Locomotive 
Operation 
is highly recommended 
for 
Engineers and Firemen 


The Railway 
Educational Bureau 
Omaha 2, Nebraska 


FOR SALE 


10—Koppel and Western 30 cu. 
yd. Air Dump Cars. Lift 
type doors with side aprons. 

rie steel. Bargain. 


80—ton General Electric diesel 
olecerie locomotive 500 HP 


Buile 
1 


80—ton Whitcomb diese! electric 
locomotive 500 HP Cum- 
mims engines. Rebuilt. 


44—ton General Electric diesel 
electric locomotive 380 HP 
Caterpillar engines 4 motor 
type. 


MISSISSIPPI! VALLEY EQUIPMENT 
CO. 509 Locust St. St. Levis 1, Mo. 


FOR SALE 


2—Whiting Drop Pit Tables, 
35-Ton Type B, 2 screw, 
new. Bargains. 

2—Underwood Pin Truing Ma- 
chines, new 

2—Industrial 30-Ton Diesel loco. 
cranes. Bargains. 

1—Burro, 15 Crane. 

R. BOYER 


2005-13 we ‘Bellevue Street 
PHILADELPHIA 40, PA. 


FOR SALE 


900 HP ALCO Diesels 


Mod. 6-12-2 x 13, 700 RPM 
Super Charged, Hydr. Coupling 
3#3497-9, 3500, Very Low Price 
Excellent Condition-War Surplus 


S. M. Davis, 516 LaSalle, 
St. Lovis, Mo. 


KEEP 
BUYING 
U. S. 
SAVINGS BONDS 
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IMPROVE OPERATION with 
LONG TRAVEL SNUBBERS for LOCOMOTIVES 
and PASSENGER CARS 


Provide a smoother, more comfortable ride for passengers. 
Locomotives operate with Jess roll and vertical shock. 
Designs available to suit a wide variety of truck conditions. 


SNUBBERS 


FOR FREIGHT and PASSENGER EQUIPMENT = 


MODERNIZE 
OLD FREIGHT CARS 


with TYPE 
SBS RS 


© 


lading Protect car body Reduce damage 
control of against damaging to roadbed by 
harmonic spring shock. preventing 
action. over-solid blows. 


~ Ship by Rail Travel by Rail 


1 
1 
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5 before repacking 
jiournals...with aid of 


HOT-BOX PREVENTION 


As the result of 


3 year service tests with 
PLYPAK equipped cars, 
three leading railroads have 
A.A.R. approval for 36 mo. 
stenciling to coincide 

with air brake check up. 


The PLYPAK has A.A.R. approval for RAILROAD 
“In view of excellent record obtained with more than 3,000 
cars equipped with Plypak, we are requesting permission to 

operate 10,000 cars equipped with Plypak on thirty-six month 


repack basis.” 


On cars in normal service, 36 
month stenciling soves 50% of 
waste and repacking labor cost RAILROAD 


A.A.R. a | of stencili ° 
con, “Upon completion of this 36 months test the Plypaks, bearings, 


_— wedges and journals were in excellent condition.” 
RAILROAD 


) “Based on results obtained . . . authority requested to oper- 
ate 10,000 freight cars equipped with Plypak on 36 month 
repack basis.”’ 


WAUGH EQUIPMENT COMPANY 


420 LEXINGTON AVENUE, NEW YORK 17, N. Y. 


CHICAGO — ST. LOUIS— CANADIAN WAUGH EQUIPMENT COMPANY, MONTREAL 
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